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FUNCTION OF THE TRAFFIC CLUBS 

The Traffic Club of Minneapolis is one of those 
interested in the proposed organization of traffic clubs 
for the purpose of wielding an influence in national 
transportation affairs. We do not recall whether that 
club took any action with a view to influencing legisla- 
tion at the time when the bill which resulted in the 
transportation act of 1920 was under consideration; but 
the following from the inaugural address, February 2, 
1920, of F. B. Townsend, who had just been elected its 
president, was timely then and is recalled now as illus- 


trative of the way in which the traffic clubs could and 
should be of aid: 


It seems fitting at this critical time that the club or its 
members, through the proper officers of their respective com- 
panies, should urge upon their representatives at Washington the 
necessity of prompt and favorable action on the pending railroad 
bills. Considering the importance of the railroad question, es- 
pecially to Minneapolis and the northwest, it is unfortunate that 


the public is not taking a greater interest in the proposed rail- 
road laws. * * * 


members, to take an active part in urging their representatives 
in Congress to take prompt action on this important question to 
the end that the transportation facilities of the country may be 
improved and enlarged to meet the growing needs of business. 
The particular legislation that Mr. Townsend was 
discussing is now a thing of the past. But there are 
other questions of equal moment and similar kind con- 
Stantly arising. What he said early in 1920 can be said 
with equal force now about these other questions. Will 
the traffic clubs see their opportunity and their duty? 
Mr. Banham’s report (printed elsewhere) as to replies 
received to his communications sent to the traffic clubs 
of the country seems to indicate that they are seeing it. 
Forty-one replies to seventy-three letters shows interest, 
and with few exceptions those replies show that some 
action has been at least started. 
Mr. Banham’s present idea is to call the organization 
meeting some time in May. By then he will have had 
plenty of time to communicate with every club and every 
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It seems desirable for the club, through its: 


No. 13 


club will have had time to make up its mind. It will at 
least be known whether there is sufficient interest to 
justify proceeding with a national organization. We be- 
lieve that interest is practically assured and that it only 
remains to reach agreement on a form of organization 
and methods of procedure. 


CAMPAIGNS FOR REDUCED FARES 

Solicitation of financial support from business men 
for campaigns to obtain reduced passenger fares—re- 
duced rates on mileage books, the issuance of five thou- 
sand mile interchangeable mileage books, and the like— 
seems to be more than usually plentiful just now. It 
may be worth while to say to those of our readers who 
might be interested in this matter, that there would seem 
to be no occasion for their giving money to any one to 
be used for this purpose. As we understand it, the reg- 
ular organizations of commercial travelers are doing 
everything that can be done to accomplish the desired 
ends and they ask no help from the outside. This is not 
to say that outside help would be improper, but there 
have been so many well established cases of fraud that 
it behooves everyone, before contributing to any fund of 
this sort, to look carefully into the standing and meth- 
ods of those who are doing the soliciting. The National 
Industrial Traffic League has considerable information 
on the subject and is keeping its members advised. 





THE PUBLIC AND RAILROAD WAGES 

For the information of the general public—mean- 
ing by “public” all who are not direct parties, as rail- 
road employers or employes, to the case now before the 
U. S. Railroad Labor Board—and of The National In- 
dustrial Traffic League, in.particular, we wish to call 
attention to the fact that the Railway Business Associa- 
tion, which is composed of men who sell railroad sup- 
plies, has sent to the Labor Board its views on the pres- 
ent wage controversy. The chairman of the board, to 
whom the communication was addressed, will lay it be- 
fore the board. We do not know whether the board 
will accept it as part of the record or reject it, or, if it 
accepts it, how much attention it will pay to it. The 
point is that the Railway Business Association has done 
its duty. If the board rejects the communication or ac- 
cepts it merely as a matter of form without reading it 
or paying any attention to it, that is not the associa- 
tion’s fault. On the other hand, if anything it has said 
serves to influence the board and to bring about a right- 
eous solution of the problem, then the association has 
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MOBILE 


says ROGER W. BABSON, stands out 
alone among the twenty-four cities of the 
country which he has recently visited, and 
offers unlimited possibilities for advance- 
ment to the young man who is willing to 
put ‘“‘pep”’ into his daily program. 


DAILY fast through freight service is 
maintained by the 


Gulf, Mobile and 
Northern Railroad 


and connections, between Northern, East- 
ern and Western Points and 


MOBILE 


Import, Export and Coastwise Traffic Handled 
Expeditiously. 
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Mississippi Central Railroad 
Louisiana & Arkansas Railway 


MR. SHIPPER:— 


Have you tried out the Natchez Route, the new route 
between the Southeast and Southwest ? 

Adequate Transfer Facilities at the Mississippi River 
and Dependable Schedules, coordinated with those of con- 
nections and reliably maintained enable us to offer you the 
kind of service you like. 

A trial will convince you. 

Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 

Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 


Traffic Department Representatives: 





Carroll H. Smith, C. G. Lang, W. S. Cornell, H. R. Whiting, R. E. McGrath, 
General Agent, Commercial Agent, General Agent, General Agent, Commercial Agent, 
419 Palmer Bldg. 902 City Bank Bldg. 511 Insurance Bldg. 622 Insurance Bldg. 330 Ry. Exchange Bldg. 
Atlanta, Ga. Mobile, Ala. Dallas, Tex. Oklahoma City, Okla. Kansas City, Mo. 
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performed a public service, as well as a service to its 
members. 

For the special information of the Traffic League, 
we also wish to call attention to the fact that the asso- 
ciation presents no figures and does not ask for the priv- 
ilege of presenting any. Neither does it weaken its case 
by saying that it would be embarrassed if it were asked 
to produce figures. It merely offers what it believes to 
be a sane, businesslike presentation of the situation from 
its own point of view and “in the public interest.” It 
urges the board to the view that the paramount influ- 
ence in its decision should be the public interest and the 
national prosperity. 

Though it is true that the board at one time refused 
to allow the National Industrial’ Traffic League to inter- 
vene in a case before it and that, on that account, there 
may have been some natural hesitancy on the part of 
business organizations or individuals in offering their 
views, it is also true that a member of the board, in a 
public speech, announced that the board had made a 
mistake in that matter and that its policy would be dif- 
ferent in the future. But even since that announcement 
was made there has been no attempt, until this action of 
the Railway Business Association, to present the busi- 
ness or public view as distinguished from the views of 
the two parties immediately at interest. One wonders 
why, especially in view of the fact that the board in no 
sense binds itself by the rules of legal practice in admit- 
ting evidence. Newspaper clippings, speeches—anything 
—go into its record. It would not be strange if it con- 
cluded that the public, or associations of business men 
who might be expected to speak for the public, had lit- 
tle interest in the matter. At least it would be hard to 
reply to a charge of that kind from it. 

MONEY FOR RIVERS AND HARBORS 

As was observed by one of the congressmen in the 
debate in the House this week on the appropriation for 
rivers and harbors, we seem to have returned to nor- 
malcy, at least so far as congressional raids on the good 
old pork barrel are concerned. This observation was 
occasioned by the action of the House in voting to in- 
crease to $42,000,000 the appropriation of $27,000,000 
recommended by the Bureau of the Budget. 

Of course, there was the usual amount of “bunk,” 
from the gentlemen who voted for the increase, in their 
attempts to justify their action. This time they had 
much to say about the inability of the railroads, in nor- 
mal times, to handle the traffic of the country and the 
necessity for relieving them by providing adequate river 
and harbor facilities. Even admitting the force of the 
argument, it would be interesting to know how much of 
the additional $15,000,000 voted—or even of the entire 
appropriation, for that matter—will go into improve- 
ments that will actually relieve the railroads from the 
burden of carrying the country’s commerce. It would 
be interesting also to know—on the theory that any ap- 
preciable amount of the increase is to go to improve- 
ments that would relieve the strain on the railroads— 
just how much information those congressmen who jus- 
tified their votes on the theory of aid being necessary 
for the rail carriers, have about the places where it is 
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proposed to use the money. Without knowing a thing 
about it, we would be willing to make a good-sized 
wager at long odds that not one of them can discuss 
intelligently the specific needs of the carriers in connec- 
tion with this rivers and harbors appropriation, but that, 
on the other hand, their votes were influenced by the 
desire for expenditures of money in their districts. That 


is the history of such legislation and of appropriation- 
voting congressmen. 

Of course, any plea that this money must be voted 
for the assistance of the railroads in carrying traffic, 
sounds foolish at this time, when traffic is so light, but 
we do not wish to make a point of that. Times are not 
normal now and railroad distress will come again. But 
if Congress really wishes to help, it can do so, not by 
making wild appropriations for rivers and harbors, much 
of which would not be used materially to increase trans- 
portation facilities, and which, in so far as it was used 
to increase transportation facilities, would make it just 
that much harder for the rail carriers to make a living, 
but by adopting a sane policy toward the rail carriers 
that will enable them to earn an adequate revenue and 
supply for themselves the facilities that are needed in 
times of heavy traffic. This is not to say that water 
transportation never can be a valuable adjunct to rail 
carriage, but it is to say that a policy that will enable 
the railroads now to make an additional net earning of 
a dollar will go a good deal further toward providing 
adequate facilities for transportation than will the ap- 
propriation from the public purse of ten dollars for 
so-called river and harbor improvements. 


RAILROADS AND COAL STRIKE 


The Trafic World Washington Bureau 


The cost of transporting coal is an important factor that 
must be considered in readjusting the conditions surrounding 
the coal production industry, it was said at the White House 
after President Harding and his Cabinet had had a long dis- 
cussion relative to the impending strike of coal miners April 1. 
It was said that the administration felt it had exhausted its 
efforts to prevent cessation of work by getting the miners and 
the operators together. The high price of coal, which, it was 
said, has caused the American operator to lose his foreign mar- 
ket, resulted from high wages and still higher freight rates on 
coal. Any solution of the problem, it was said, must deal with 
the questions of mine production and transportation costs. 

The chief operating officials of the principal coal carrying 
railroads east of the Mississippi River met in the office of the 
car service division of the American Railway Association March 
28 to consider how they should handle cars, in anticipation of 
and after the arrival of the strike of soft coal miners. M. J. 
Gormley, chairman of the car service division, presided. There 
were no disputes as to the the necessity for handling the cars. 
The railroads, for their own use, have a supply for about sixty 
days at the present volume of traffic. The chief problems will be 
to devise methods for distributing an ample car supply in the 
most economical way to provide for the distribution of coal from 
the mine fields that are expected to continue work. 

The thought among the operating officials was that, as in 
the time of the last strike, the non-union mines in the West 
Virginia fields will be the chief ones to be supplied. They know 
how to keep them supplied with cars, on account of the strike in 
1919. 

That the railroads have accumulated an “enormous reserve” 
of coal in anticipation of the coal strike is shown in a report 
on commercial stocks of coal as of March 1, prepared jointly 
by the Bureau of the Census and the Geological Survey, and 
made public March 29. 

As to railroad fuel stocks, the report said: 


The American Railway Association has courteously supplied in- 
formation as to the quantity of coal held by the carriers on March 1 
for railroad fuel and all other railroad use. The roads already heard 
from had a total of 14,850,000 tons, and it is expected that complete 
reports will show over 16,000,000 tons. As the largest stocks of 
record in the past are 13,640,000 tons on January 1, 1919, it will be 
seen that the railroads have accumulated what is for them an enor- 
mous reserve of coal. It is sufficient to last on the average 42 days 
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at the present rate of consumption. The stocks on the day of the 
armistice were sufficient for only 31 days, part of the difference being 
the greater requirements of the roads at that time. 


In a general summary of the situation the report said: 


Bituminous coal. On March 1 consumers had in storage approxi- 
mately 52,500,000 tons of soft coal. By April 1, considering the rate 
at which coal has been leaving the mines recently, this reserve will 
have increased to at least 63,000,000 tons, perhaps more. The quan- 
tity to be expected by April 1 is therefore equal to the maximum 
reached at the end of the war. 


In terms of day’s supply the present stock appears even larger 
than it would in times of normal business. At the rate of consumption 
prevailing in January and February the reserve on March 1 was 
sufficient to last 43 days if evenly divided. The record stock on the 
day of the armistice was sufficient for only 45 days if evenly divided. 

But the stocks are never evenly divided. In every community 
there are consumers who store virtually no coal. It must also be re- 
membered that a certain minimum reserve is necessary for steady 


operation. When stocks dropped to 20,000,000 tons in 1920 the market 
was seriously disturbed. 


In addition to this 52,500,000 tons held by consumers on March 1 
there was 5,160,000 tons on the upper lake docks. A further reserve 
of at least 674,000 tons was held in storage by the producers of coal 
either at the mines or at intermediate points. 

By-product coke. Stocks of surplus coke at by-product coke 
plants have declined slightly since January. The quantity remain- 


ing on March 1 was about 1,000,000 tons, most of which can be usel 
for household fuel. 


Anthracite. Retail coal dealers’ stocks on March 1 were about 
the same as a year ago, but much larger than in 1919 and 1920. 

The carry-over on the upper lake docks is large. The latest sta- 
tistics of producers’ stocks of anthracite (November 1), showed 4,500,- 


000 gross tons on hand, of which 1,800,000 tons were domestic and 
2,700,000 tons steam sizes. 


COAL PRODUCTION REPORT 


With a nation-wide coal strike then less than two weeks off, 
coal production declined in the week ending March 18 from 
11,115,000 to 10,784,000 net tons, according to the weekly report 
of the Geological Survey. 

“In spite of the decrease,” it said, “the output so far ex- 
ceeded estimated consumption as to provide nearly two and a 
half million tons to be added to consumers’ stock piles. How 
much is in storage, however, will not be accurately known until 
the forthcoming report on stocks is issued. 

“From the following statement of cars of coal loaded daily 
it will be seen that loadings were heavy on Monday, March 13, 
that they began to decline on Wednesday, but that on Friday 
they appeared to be increasing again. Monday, March 13, 36,347; 
Tuesday, March 14, 34,426; Wednesday, March 15, 33,737; Thurs- 
day, March 16, 33,076; Friday, March 17, 34,053; Saturday, March 
18 28,572. 

“Such preliminary telegraphic returns as have so far been 
received indicate that on Monday and Tuesday of the present 
week (March 20-25) there were loaded 35,600 and 36,000 cars. 
The total for the two days, 71,600 cars, was about 800 cars 
greater than on the corresponding days of the week preceding, 
suggesting a recovery in production. 

“The movement of bituminous coal across the Hudson gate- 
ways into New England recovered during the week of March 
18, but the quantity of anthracite forwarded was less. Accord- 
ing to report furnished by the courtesy of the American Railway 
Association there were 4,064 cars of bituminous coal forwarded 
through the Hudson gateways, and 74 cars through Rouse’s 
Point. The number of cars of anthracite forwarded was 3,692 
over the Hudson, and 10 through Rouse’s Point. 

“The dumpings over Hampton Roads piers, in the week of 
March 18, are reported at 393,635 net tons, an increase of 46,528 
tons over the preceding week. The increase occurred in the 


quantity of cargo coal shipped to New England. Exports de- 
clined from 46,000 to 17,000 tons.” 


DECISION IN GENERAL INQUIRY 


The Trafic World Washington Bureau 


It is regarded as a certainty that serious and detailed con- 
sideration of the general rate inquiry facts will be begun by the 
Commissioners at their stated conferences to be begun Monday, 
April 3. While it would not be impossible for them to reach a 
conclusion in the first week of April, as has been suggested by 
Commissioner Esch, promulgation of a report and order in the 
case in that seven-day period would be surprising. Com- 
missioner Esch’s colleagues did not interpret his suggestion that 
they might make a report the first week in April as meaning 
that his judgment was that the whole thing would be concluded 
within the first seven days of the month. On the contrary, they 
regarded what he said as more of an expression of a hope than of 
an expectation based on anything that had been done. 

At the time this was written it was thought among those 
knowing something about the vast amount of routine work to 
be done, that the four commissioners who listened to the testi- 
mony would have ready for submission to their colleagues at 
the conference, April 3, a statement of what they deemed the 
facts established by the testimony. On such a statement of facts 
the discussions of the commissioners must be based. The record 
is so voluminous that it would be an endless task for each com- 
missioner to undertake to read the whole of it. 

At the hearings Traffic Director Hardie, Chief Examiner 
Quirk, and M. O. Lorenz, director of statistics, made notes on 
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what they deemed the essential facts brought out by witnesses. 
Commissioners Hall and Lewis also made notes. The former 
has a little red note book in which he sets down things that ap- 
peal to him as of especial pertinence. 

Any expression as to how long it will take the commis- 
sioners to reach a conclusion after they have agreed on what 
are the important, significant facts developed in the testimony, 
it is believed, would be no more than a guess. Consideration 
until the end of April would not be surprising, because there 
are so many phases to be considered. 

The fundamental question is as to whether the Commission, 
without violating the constitutional provision, can order a gen- 
eral reduction covering even one so necessary a commodity as 
coal. The next question, it is believed, is whether, under sec- 
tion 15a, Congress has given the Commission such a discretion 
as would enable it to say that, in its estimation, a reduction in 
the rates on coal, for example, would so stimulate business as 
to make the financial condition of the carriers better at the end 
of the year than it would have been had there been no change 
in rates. 

The courts, in cases that arose prior to the revision of the 
act to regulate commerce, leans strongly to the proposition that 
a regulating body could order lower rates on the theory that 
lower charges would give a greater net revenue than higher 
charges, because the lower ones would invite a larger volume 
of business. 

But, in the way of that theory, it has been suggested, stands 
the fact that when the railroads had the largest volume of busi- 
ness ever known, they earned less than the Commission esti- 

nated the rates prescribed by it in Ex Parte 74 would produce. 

A mere statement of the complications, it is suspected, will 
cause those vitally interested to come to the conclusion that 
Commissioner Esch, when he spoke of the first week in April as 
the time when a decision might be made, was just speaking 
broadly, in an effort to convey the impression that the decision 
was not a matter that would require months to produce. 


HEARINGS ON WESTERN COAL RATES 


The Trafic World Washington Bureau 


The Commission announced that hearings will be held in 
May at representative western points, such as Denver, Salt Lake, 
Butte, Seattle, San Francisco, Phoenix, and El Paso, in the gen- 
eral investigation of rates on bituminous coal in the west. 
Parties desiring to be present should promptly advise the Com- 
mission and the respondent carriers. interested of the particular 
matters and rates which they desire to have considered. In so 
far as practicable, it is desired that rates to points in Colorado 
be considered at the hearing at Denver, to points in Utah at 
Salt Lake City, to points in Montana and Idaho at Butte or 
Salt Lake City, to points in Washington and Oregon at Seattle, 
to points in Nevada and California at San Francisco, and to 
points in Arizona and New Mexico at Phoenix or El Paso. 





PETITIONS FOR REHEARING, ETC. 

Complainant in No. 11237, W. H. Daugherty & Son Refining 
Co. vs. Director-General, B. & O., et al., has asked the Commis- 
sion to grant a reargument of that case. 

The Postmaster-General and the respondent carriers have 
asked the Commission to rescind so much of its order of Novem- 
ber 18, 1921, in No. 9200, Railway mail pay, as amends section 
8 of the order of December 23, 1919, and to change that section 
to read as follows: “8. Whenever a regular authorization is 
exceeded on fifty per cent or more of the trips in any calendar 
month, the appropriate higher unit shall be authorized. This 
rule will not apply to the month of December.” 

Complainant in No. 10741, Cedar Rapids Gas Co. vs. Difector- 
General, C. R. I. & P. et al., has asked the Commission to make 
certain modifications in its report and order in that case. 

Complainant in No. 12549, Gulf Refining Company of Lou- 
isiana vs. Director-General, Pennsylvania et al., has filed a sup- 
plemental petition asking for a rehearing of that case. 

The Director-General has asked the Commission to reopen 
No. 12142, John M. Buckland vs. Director-General, as agent, on 
the question of paying and bearing the freight charges on the 
shipments involved. 


STATE AND FEDERAL CO-OPERATION 


The Trafic World Washington Bureau 


Negotiations between the Commission and the state commis- 
sions have been going forward relative to the adoption of a plan 
for effective co-operation between the federal and state bodies 
in the regulation of intrastate commerce. The ban of secrecy 
on the conferences has not been lifted but it was said that 
“progress is being made,” and that a statement would be issued 
when a program has been agreed on. 


Getting the traffie news each day makes it easier 
to keep informed. Subscribe for THE DAILY 
TRAFFIC WORLD. 
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Current Topics 
in Washington 





Enforcement of Section 28.—Attempts by other branches of 
the government to reduce the power of the Commission is sug- 
gested, to those who have been long familiar with the authority 
and work of the oldest regulating body, by the course the Ship- 
ping Board has laid out for itself in the matter of section 28, 
of the Jones shipping law. Notwithstanding the exposition of 
the chaos and damage that would follow the enforcement of that 
section, as made by the Commission in its last annual report, the 
Shipping Board, according to the understanding as to its plan, 
proposes going ahead to find out whether there are ships of 
American registry at any port sufficient to meet its needs. If it 
finds: that there are, it is going to certify that fact to the Com- 
mission and thereby force the Commission to declare section 
28 in effect, regardless of the hurt that may be done to the port 
having ships enough, or to any of its neighbors. By so doing, 
of course, the Shipping Board may upset rail rate adjustments 
that have been in effect for a long time. According to one view 
commonly held, the best way to get rid of an obnoxious statute 
is to enforce it. Nearly every man who discusses section 28 
admits that the theory upon which it was written was and 
still is a fine one, appealing strongly to one’s patriotism. Its 
theory is that when an American port boasts of enough ships 
to handle its trade, goods brought to that port in American 
bottoms shall have a preference; that they alone shall be entitled 
to carriage into the interior on import rates; and the goods 
destined to a foreign country shall be carried thereto on export 
rates; but that, on both import and export traffic, traffic intend- 
ed for non-American ships shall pay the full domestic rate. 
The statute-makers assumed (what was not true) that export 
and import rates applied to and from every port. When the act 
was passed, the domestic rates to New York, generally speak- 
ing, were the measure of the export and domestic rates through 
all ports. Not all ports are equalized as the north Atlantic and 
Gulf ports are, but, taking the export and import rates to a 
given port and adding them to the ocean rates, the result is a 
fairly competitive rate structure. Unless it is fairly competi- 
tive, the carriers serving a particular port obtain no business. 
If section 28 were made effective as to Philadelphia, foreign 
ships probably would have to seek New York because, to and 
from that port, the domestic and export and import rates, gen- 
erally speaking, are the same. Prior to the war, of course, that 
was not the fact and since then some of the export and import 
rates may have been restored. Generally speaking, however, 
New York would get the business moving in foreign ships and 
Philadelphia would be punished for having so many American 
ships, unless the latter made rates as low as or lower than the 
foreign flag ships. If section 28 were applied to Seattle, for 
instance, and not to San Francisco, the foreign flag business 
would go to San Francisco or Vancouver. The Commission 
then, it is believed, would be bombarded with messages asking 
for sixth section relief for all kinds of rate made to meet the 
situation brought about by the Shipping Board because it con- 
strued the law as not giving it any discretion, but only a man- 
date, to find out whether, as matter of counting ships or some- 
thing of that kind, the time had arrived for bringing into effect 
a part of the Jones law. 





Federal Trade Commission as a Rate Regulator.—The Fed- 
eral Trade Commission, by means of its complaint against the 
older steamboat line using the Delaware and Chesapeake Canal, 
accusing it of an unfair method of competition because it cut 
rates to meet competition until they are below the cost of serv- 
ice, has also stepped into the business of influencing, if not of 
regulating, transportation. It believes it has found a twilight 
zone in the law which it should occupy because neither the 
Interstate Commerce Commission nor the Shipping Board seems 
to have control over a war on port to port rates. The Commis- 
Sion has no jurisdiction because the rates involved are port to 
port. The Shipping Board, thus far, it appears, could not make 
an order that would keep the rates at a level that would enable 
the rival boat lines to bid for business by some method other 
than a merry rate war, such as the Chicago & Alton, a genera- 
tion ago, used to have with its neighbors in the Chicago-St 
Louis trade. Old timers say the passenger fare round trip be- 
tween the two cities once got down to fifty cents and that the 
general passenger agent of one of the lines seriously contem- 
plated giving chromos as prizes to those patronizing his line to 
the exclusion of others. In 1888 the lines serving Mansfield, O., 
made a round trip rate of $2 to Chicago for the Republican con- 
vention. That was not so much a rate war as it was a burst of 
enthusiasm on the part of the neighbors of John Sherman, who 
thought he had a chance to land the Republican nomination for 
the presidency. Sherman was an influential man in the coun- 
sels of the Pittsburgh, Ft. Wayne & Chicago, which had made 
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a lease of its property to the Pennsylvania, which Sherman had 
told his friends and neighbors could not be broken. Unkind 
critics of Sherman said the Pennsylvania initiated that low rate 
at that time as a mark of appreciation for his services in re- 
storing specie payment in 1879 and also for telling those who 
desired to break the lease that it could not be done. But, what- 
ever the cause for the low rate, it was made. But Sherman 
was not nominated because, some have asserted, he refused to 
bind himself to distribute New York patronage in the way the 
machine desired to have it distributed. His managers or Sher- 
man himself, thought he could win without giving the promise. 
No matter what caused his defeat, the $2 rate did not send 


enough Ohioans to Chicago to stampede the convention for the 
favorite son. 





One Rate-Regulating Body.—The things the Shipping Board 
and the Federal Trade Commission believe the law commands 
them to do, it has been suggested, may so concentrate attention 
on the intimate inter-relation of all kinds of rates for transpor- 
tation as to persuade Congress that, in the matter of rate regu- 
lation, there is room for only one body; that three federal bodies 
are as bad as, if not worse than, one federal body and forty- 
odd state bodies. The Commission has the power to prescribe 
minimum rates for the carriers under its care. It received that 
power to enable it to prevent unfair competition, though the 
reason for the grant is not set forth in the statute. To prevent 
competition of that character, if argument on the subject were 
needed, would be to prevent competition between railroads that 
would be unfair to those engaged in it, unfair to one set of 
shippers, and probably unfair to the communities served by 
carriers engaged in such competition. Congress, when it gave 
the trade body power to prevent unfair methods of competition, 
according to the views of many lawyers, did not add much, if 
anything, to the power theretofore possessed by the courts. It 
is a fact, however, that unfair competition, such as the courts 
had been called on to deal with, consisted largely of attempts 
by one trader to make use of the reputation of the goods of a 
competitor, or of the trader himself. It was rare that they had 
to consider the effect of cut rates. Cut rates, as a rule, were 
considered merely as evidence tending to show the desire of 
the rate-cutter to obtain a monopoly. However, the rate-cutter 
generally has made a strong appeal to the public, while the man 
who stopped rate-cutting by bringing warring business units into 
agreement was set upon as a bad citizen. In behalf of John D. 
Rockefeller it has been said that what he did in the oil busi- 
ness was undertaken, not with a view to monopolizing the busi- 
ness, but to preventing the destruction of the oil business by 
the price-cutting method. The oil business, at the time Rocke- 
feller began buying up plants, was in such poor*state that an 
old Englishman, for whom Rockefeller had worked as office boy 
for $3 a week, thought he had got out of the oil business all 
the money there was in it when he received $150,000 for his 
small refinery in Cleveland. Under the Federal Trade Commis- 
sion method, business is not to be allowed to ruin itself by rate 
wars such as is going on between the canal steamship lines. 
The government will stop such methods before the crash comes, 
it is supposed. 





Commission Not Excited About Coal Strike—The Commis- 
sion has been advised by railroad officials in a position to know 
that they have coal on hand sufficient to last them at least 55 
days at the present rate of consumption. The coal strike, there- 
fore, has not caused excitement among the commissioners. 
There is a general impression in Washington that the strike will 
not last long. Therefore, there is no unusual preparation for it 
on the part of the Commission. Were the supply of coal short 
and the demand great, as was the fact when the last strike took 
place, there is no doubt but that the Commission, for the two 
weeks preceding the day of the walk-out, would have been one 
of the points in the country where the man who “just wanted 
to say howdy” would not have been welcomed. Although the 
country came well through the strike in 1919, comparatively 
speaking, there was much dissatisfaction with the way in which 
the Commission had managed the car distribution. Every order 
that was issued, it has been suggested, pleased those for whom 
it was issued and displeased those whose operations it restricted 
or made more difficult. It was a thankless task for which, it 
is believed, no commissioner will reach in the future. What- 
ever the one in charge does, one-half of those interested will 
be dissatisfied. The inability of those concerned to come to an 
agreement on rules for car distribution, it is suggested, is fine 
testimony as to the inherent “cussedness” of the whole matter. 
Although there are thousands of idle coal cars, those having to 
do with the formal cases involving the rules for car distribu- 
tion appear to be unable now to discuss the topic without a 
show of heat. If soft coal were mined and stored, instead of 
mined and loaded into cars, there would: be less difficulty. But 
that would bring forward the fact that many good mines are so 
situated that much storage is impossible, so that, in the end, 
the contest would be over what would be a reasonable rule to 
be observed in the distribution of cars for the hauling of coal 
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that had been in storage. The grain elevator men have the 
storage feature in their car distribution wrangle, which is rea- 
son enough for suggesting that storage of soft coal would not 
simplify the question of car distribution. 


Commission Approval of Securities——Just for mental exer- 
cise, suppose the communities served by railroads to which 
loans have been denied on the ground that their earning power 
is not great enough to warrant loans from the United States, 
decided to raise the money denied them by the government. 
Would the Commission say the railroads might not issue securi- 
ties which the communities had shown a willingness to buy? 
In the end, it is believed, the question would be decided, should 
a conflict arise, by Congress amending the law so as to permit 
the companies to issue securities not approved by the Commis- 
sion, where it appeared that the communities were willing to 
take a chance that the Commission, as the guardian of the re- 
volving fund, was not willing to take. But, it is suggested, when 
that was done, the value of the section of the law giving the 
Commission supervision over the issuance of securities would 
be considerably lowered. A question closely akin to this one 
will arise when the Commission declines to give its approval 
to a project for new construction. Communities often get the 
idea that if they only could get a railroad, their condition would 
be greatly improved. Promoters, honest and otherwise, in the 
past, have capitalized such ideas and the railroad was built, 
only to find that it could not live on any lower rates than the 
older railroads. On the contrary, there being two railroads to 
support where formerly there had been only one, the older rail- 
road, by reason of decreased volume of business, really needed 
higher rates. All of which merely tends to show that if an 
official is honest, he will have just as much trouble taking care 
of the money of other people as he has in taking care of his own. 





The Ghost of Water Competition—One of the obvious 
things is that water competition is a ghost that will not down. 
It is raising its head in about every case than can be imagined, 
right at a time when the carriers are putting into operation, 
especially in the Mississippi Valley, rates based on the as- 
sumption that there is no such thing. The transcontinental rate 
structure is under constant assault on account of the reaching 
of the ships for business from the interior to haul between the 
east and west coasts. The approval of the equalization of the 
south Atlantic and Gulf ports with the north Atlantic ports, on 
traffic from Chicago to New York and from intermediate points, 
given by the Commission’s approval of the rates suspended in 
I. and S. 1476, it is suspected, will intensify the competition. 
But that equalization will attract attention, in the south, to the 
fact that goods from the north move through southern points 
at exceedingly low rates. There may be no technical viola- 
tions of the fourth section, and then again there may be, but 
the mere fact that traffic from up north may go to New Orleans 
at lower rates than from Memphis, for illustration, will present 
a continuing thought on the part of southern shippers that per- 
haps the lines serving them ought to make an effort to develop 
industries along their rails in the south rather than reach all 
the time for traffic that might be taken to a northern port on 
a shorter rail haul, or at least a no longer haul. 

A. E. H. 


ILLINOIS INTRASTATE RATES 


The Illinois Commerce Commission has issued an order 
vacating its previous orders in the matter of intrastate rates in 
the state of Illinois, and ordering that schedules filed by the IIli- 
nois railroads in compliance with the I. C. C., decisions in Ex 
Parte 74 and No. 11703, the Illinois intrastate case, be held 
valid. The state commission’s order was issued, in compliance 
with the decision of the Supreme Court in the Wisconsin case, 
for the purpose of “thawing out” the intrastate rates permit 
the ironing out of inequalities and maladjusted relationships in 
intrastate rates. 

While there was some question as to whether this order by 
the Illinois commission was in effect, a capitulation on the part 
of the state to the Interstate Commerce Commission, the order 
explains this point at some length by pointing out that with the 
state rates tied up by court injunction, the shippers and railroads 
of Illinois were left “without a forum to decide questions of dis- 
crimination as between intrastate rates, also the relative reason- 
ableness of intrastate rates on the general level fixed by the In- 
terstate Commerce Commission.” 

The Illinois Commission, following the decision of the In- 
terstate Commerce Commission in Ex Parte 74, approved a 35 
per cent increase in the intrastate rates with certain specified 
maxima. The decision of the interstate body in No. 11703 ordered 
the intrastate rates raised to the Jevel of the interstate rates, 
which had received a 40 per cent increase. The carriers then 
applied for and obtained an interlocutory injunction in the 
United States district court, restraining the Illinois commission 
and other state agencies from interfering with schedules filed in 
accordance with that decision. : 

Coincident with the order withdrawing its objections to 
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these tariffs, the Illinois commission adopted a resolution, which 
was transmitted to the Attorney-General of Illinois “with the 
request that immediate appropriate action be taken by him to se 
cure the dissolution of the interlocutory injunction.” 

Significant portions of the order of the Illinois commission 
are as follows: 


This commission’s attention has been directed many times to the 
numerous inequalities and discriminations in the rates now being 
charged by the railroads for the transportation of freight intrastate in 
the state of Illinois. 

The comparative relationship of many individual rates under the 
general level fixed by the Interstate Commerce Commission may well 
be questioned. The Interstate Commerce Commission, after having 
fixed the general level of the intrastate rates, has held that it is with- 
out jurisdiction over intrastate rates as such and will only entertain 
complaints concerning such rates where a question of discrimination 
between intrastate and interstate rates is in issue. 

This leaves shippers and railroads in Illinois without a forum to 
decide questions of discrimination as between intrastate rates, also 
the relative reasonableness of intrastate rates on the general level 
fixed by the Interstate Commerce Commission. 

It is, therefore, the intention of this commission to bring its orders 
into accord with the principles announced by the United States Su- 
preme Court in the said Wisconsin case and in accord with the orders 
of the Interstate Commerce Commission in cases Ex Parte 74 and 
11703. This done, it is the sense of the commission that a proper 
application should immediately be made to the United States District 
Court, Northern District of Illinois, Eastern Division, for a vacation 
of the interlocutory injunction which prevents this commission from 
enforcing the statutes of the State of Illinois, relating to the regu- 
lation of intrastate freight rates. The shippers and carriers will then 
be provided with a forum for the determination of disputes regarding 
intrastate freight rates. 

The commission therefore finds that the orders heretofore entered 
in cases 11457, et al., should be vacated and set aside and that the 
schedules which were stricken from the files of the commission, and 
permanently cancelled by said orders, which said schedules under the 
decision of the United States Supreme Court in the Wisconsin case are 


held to be valid, are hereby approved for application intrastate in the 
state of Illinois. 


Nothing contained herein shall be construed as an approval of the 
reasonableness of the individual intrastate rates as such. On the 
contrary, the purpose of this order is to give state approval to the 
application of the general percentage increase of intrastate rates fixed 
by the Interstate Commerce Commission in case 11703. 

Clearing up of the intrastate situation, which was forecast 
by the promulgation of an order by the Illinois commission, 
will not be complete until the Commission amends or rescinds its 
order in that case and in the rest of the intrastate cases. 

The Supreme Court’s decision in the Wisconsin case, fore- 
shadowing the position that tribunal will take in the other intra- 
state cases, makes the Commission’s order unnecessary, in so 
far as ‘it orders the rates therein prescribed to remain in effect 
until changed by the Commission. There seems to be little 
doubt but that the carriers will join with the state commission 
of Illinois, and such other state commissions as are contem- 
plating issuing an order similar to that issued by the Illinois 
commission, in petitioning the Interstate Commerce Commission 
either so to amend its order as to eliminate the clause above 
referred to or to rescind it altogether. 

It is understood that the Nebraska commission will shortly 
adopt the course followed by the Illinois commission. In antici- 
pation of such action, the western carriers held a conference, in 
Chicago, this week, at which it was decided to ask the Com- 
mission to withdraw its order in the Nebraska case. In Illinois 
the matter is somewhat complicated by the fact that a dissolu- 
tion of the injunction restraining the state commission from 
interfering with rates established in accordance with the Com- 
mission’s order must be sought. It has been pointed out, how- 
ever, that the injunction would not be of much efficacy were 
the Commission’s order withdrawn. Similarly, it is agreed that 
the Commission’s order would lose much of its force were the 
injunction dissolved. 

At the conference of western carriers mentioned, the pre 
vailing opinion seemed to be that the matter ought to be com- 
pletely cleared up, which could only be done by a dissolution 
of the injunction and by the withdrawal of the Commission’s 
order in No. 11703. Final decision on the course to be fol- 
lowed by the Illinois carriers, however, was withheld until the 
views of the eastern lines could be obtained. Another con- 
ference in the matter will be held in Chicago next week. 


COMMISSION ORDERS 


The Texas Chamber of Commerce was permitted to inter- 
vene in No. 13535, the Corporation Commission of Oklahoma VS. 
Aberdeen & Rockfish et al., and 13510, Baltimore Chamber of 
Commerce et al vs. A. T. & S. F. et al. 

The Twin City Traffic League was permitted to intervene 
in No. 13313, Michigan Traffic Teague vs. Ann Arbor et al. 

The Chevrolet Motor Company of New York, Inc., Chevro- 
let Motor Company of St. Louis, Chevrolet Motor Company of 
Michigan and Chevrolet Motor Company of California were 


permitted to intervene in No. 13536‘, Klaxon Company VS. 
A. G. S. et al. 





PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for Janu- 
ary, 1922, shows 10,371 cars held overtime—a percentage of 


07.283—as against 9,474 cars, or a percentage of 07.33, for Janu- 
ary, 1921. 
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INTERIOR IOWA RATES 


In a report on No. 11296, William Alter et al. vs. Chicago 
Great Western, Director-General, et al., opinion No. 7465, 66 I. 
Cc. C. 619-23, the Commission approved the proportional class 
rates filed by the carriers, for application between west-bank 
Mississippi River crossings and Mason City, Ia., on traffic orig- 
inating at or destined to official classification territory, east of 
the Indiana-Illinois state line, in compliance with its three or- 
ders in the Interior Iowa Cases, 46 I. C. C. 39. It gave its ap- 
proval to them, with Commissioner Eastman dissenting in a 
longer report than that written by Commissioner Hall, in sup- 
port of the finding that the rates under attack had not been 
shown to be unreasonable or unduly prejudicial. 

The attack on the proportional class rates was made by 72 
business firms and individuals at Mason City. They leveled 
their assault at the rates in effect between February 1, 1918 and 
March 14, 1919. The rates for distances pertinent to the issues, 
according to Mr. Hall, were those for distances from 161 to 180 
miles, from 181 to 200 miles, and from 201 to 220 miles. 

The main issue was as to the distance to be used in apply- 
ing the rates. As construed by Commissioner Hall, 171 miles 
constitutes the measuring distance. Since March 15, 1919, that 
has been the basis upon which the class proportionals have been 
published, therefore the rates being in compliance with the or- 
der, they cannot be unreasonable or otherwise unlawful. 

Commissioner Eastman read the three orders of the Com- 
mission so as to reach a different conclusion. His thought, 
therefore, was that the rates should have been held unreasonable 
and unduly prejudicial. He came to the conclusion that, as con- 
strued by the railroads and approved by his colleagues, the rail- 
roads had practically eliminated Dubuque as a crossing and 
thereby deprived Mason City of the advantage of its proximity 
to Dubuque, the nearest crossing. 


LUMBER CHARGES ILLEGAL 


An award of reparation has been made in No. 11881, Krauss 
Brothers Lumber Company vs. Alabama & Mississippi, Director- 
General, et al., opinion No. 7469, 66 I. C. C. 687-9, on account of 
iilegal demurrage and reconsignment charges on lumber mov- 
ing between November 1, 1917, and January 12, 1918, originally 
billed to Meridian, Miss., and reconsigned from that point to 
various destinations. 

The cars were held at Meridian because of embargoes to 
points to which they had been reconsigned. Some of them were 
unloaded and the lumber held in storage. Reconsignment charges 
were collected on some of them, without tariff authority, the 
railroads admitted. 

The holding of illegality was made on the fact there was 
no provision in the tariffs against reconsignment to embargoed 
points. The railroads argued that the demurrage was not illegal 
because the shipments could not have been made, on original 
billing, from either the points of origin or from the reconsign- 
ment point, to embargoed destinations and that the billing of 
the cars to Meridian was a mere device for defeating the em- 
bargoes. The complainant admitted it knew embargoes against 
many destinations were in effect when the lumber was startea 
but added it did not know the ultimate destination when the 
cars were started and that therefore the billing to Meridian was 
not a device for evading the embargoes. It pointed to the fact 
that it had been shipping lumber in that way for many years 
as further evidence that it was not a device. 

Without passing on the question whether it was or was not 
a device, the Commission pointed out that, time and again, it 
had held that in the absence of restrictions against embargoed 
points, demurrage charges might not be assessed against cars 
held short of destination, on reconsignment, because of the ex- 
istence of an embargo. The rule against reconsignment in con. 
flict with embargoes became effective January 138, 1918. 

Notwithstanding the decision against the legality of the im- 
position of charges in cases of this kind, the railroads and the 
Director-General argued that since the right or reconsignment. 
attaches as of the shipment, even if the order therefor is given 
subsequently, and since there was no obligation to accept the 
shipments at points of origin on account of embargoes, there 
was likewise no obligation to reconsign. 

Answering that contention the Commission said the obliga- 
tion to accept articles tendered for transportation is governed 
by general principles of law, while the obligation to reconsign 
is determined by the rules lawfully on file with it. It said the 
right to refuse, temporarily, for good cause by the establishment 
oi embargoes, which are not required to be filed, was recognized. 
The right to reconsign, however, depends entirely upon the con- 
struction of the rule lawfully filed, and that if the carriers 
do not restrict such rules to the extent of their capacity to per- 
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form service, the shipper cannot be held liable for the detention 
of cars when he is not directly responsible for such detention 
and cannot abafe the cause thereof, as in the case of an embargo, 
which is a disability of the carrier. 


EQUALIZATION OF ATLANTIC PORTS 


Approval of the proposal to equalize south Atlantic and 
Gulf ports with the north Atlantic ports, in the matter of traffic 
intended for the Pacific ports via the Panama Canal, has been 
given by the Commission in a report on I. and S. No. 1476, class 
and commodity rates from Chicago and other points to south 
Atlantic and Gulf ports for transshipment via Panama Canal 
(mimeographed, without opinion or page numbers). The order 
of suspension has been vacated and set aside as of April 1. 
The schedules suspended in this proceeding were filed to be- 
come effective February 15. The Commission suspended them 
on its own initiative, largely, it is believed, because their form 
did not appear to be in accordance with the rules of the Com- 
mission. The rates were denominated proportional rates, al- 
though they were not limited to use in connection with carriers 
subject to the Commission, as required by the Commission’s 
definition of a proportional rate. 

From Chicago the rates which are to become operative, by 
reason of the Commission’s discontinuance of its proceeding, 
are to be the same as the lécal rates from Chicago to New 
York, which are applied on traffic destined to points beyond 
New York, for shipment by water. Rates differentially higher 
are to apply from a few places, such as Madison, Wis. The 
rates from Chicago to New York are to be blanketed from 
points south of Chicago. Where present local rates are lower 


than the proposed proportionals, they are to remain applicable 
to the traffic. 


Opposition to the proposed application of the New York- 
Chicago basis to the south Atlantic and Gulf ports was voiced 
by the transcontinental lines on the ground that such applica- 
tion might deprive them of some business. In disposing of the 
case the Commission, in part, said: 


The primary purpose of this proposal is to put the south At- 
lantic and Gulf ports on a parity with New York on traffic des- 
tined to the Pacific coast and to thus afford the southern lines an 
opportunity to secure some of the traffic now moving to the Pa- 
cific coast all rail or through north Atlantic ports by rail and 
water. In many cases the steamship rates are lower from south 
Atlantic and Gulf ports than from New York and the resulting 
through rates would be lower than via New York. It was for this 
reason that the schedules were suspended, it being thought advis- 
able to determine whether the southern lines and the southern 
ports would be afforded an undue advantage and whether the 
transcontinental lines might be prompted to reduce their rates 
below what had already been proposed in fourth section applica- 
tion No. 12063. In that proceeding, which has been heard and is 
now pending, those lines, to meet the competitive situation cre- 
ated by coast-to-coast steamship lines, seek authority to estab- 
lish lower rates to the Pacific coast terminals than those in effect 
to intermediate points. The rates there proposed are for applica- 
tion not only from points where the competition exists, but also 
from interior points as far west as the Rocky Mountains. Interior 
points, such as Chicago, are there proposed to be kept by rail on 
a parity with points in Atlantic seaboard territory. The south- 
ern lines, by the rates here proposed, are seeking to put Chicago 
and the related points more nearly on a parity with points farther 
east having lower rates via rail-and-water through north Atlantic 
ports, which is not unlike what the transcontinental lines are 
proposing in the fourth section application. 

The record establishes that it would require much more than 
equality of through rates to induce a large movement of the traf- 
fic through south Atlantic and Gulf ports. The distance by water 
to San Francisco, Cal., from New York is about 660 miles greater 
than from New Orleans, La., the distance from New York being 
about 6,060 miles as against 5,400 miles from New Orleans, but 
north Atlantic ports offer much more attractive service. About 
three vessels per week clear from those ports as against about 
three per month from Gulf ports. The principal lines from north 
Atlantic ports operate larger and faster vessels and maintain reg- 
wlar sailing dates on which the vessels depart whether fully 
loaded or not. Those from Gulf ports have no fixed sailing sched- 
ules and stay in port until fully loaded. 

On many items the water rates have been lower from Gulf 
ports than from north Atlantic ports, but it was expected that 
the number of such items would be considerably reduced on or 
about March 1, 1922, and the differences in rates, where they still 
existed, made less than formerly. We are not informed whether 
this has been done. The witnesses of the Gulf steamship lines 
testify that they intended to further harmonize their rates with 
those applying from north Atlantic ports for the reason that pres- 
ent rates are not remunerative. Long delays at the Gulf ports 
make the service particularly expensive. 

The transcontinental rail lines oppose the proposed rates be- 
cause they would in some few cases result in lower through rates 
from Chicago than those now available and would thus tend to 
draw through south Atlantic and’ Gulf ports some of the traffic 
which the transcontinental lines might otherwise handle. They 
suggest that it would be unfair to allow these proportional rates 
to become effective before the all-rail rates proposed in the fourth 
section application above referred to are allowed to become effect- 
ive. But the transcontinental lines are proposing to depart from 
the rule of the fourth section, which they may not do except 
under authority from us in special cases, while the southern lines 
make no such proposal. 
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The transcontinental lines suggest that respondents, in swing- 
ing the entire Chicago-New York adjustment around to south 
Atlantic and Gulf ports, are making an unwarranted wholesale 
reduction in rates and that some of the rates proposed are less 
than are necessary to meet the situation for the stated reason that 
the traffic is all moving freely on the present local rates to those 
ports. 

Upon the record we find that respondents have justified the 
proposed schedules, and an order will be entered vacating the 
order of suspension. 


HAY DETENTION CHARGES 


In a report and order in No. 12033, Louisa Schaefer et al. 
vs. Lehigh Valley, opinion No. 7446, 66 I. C. C. 549-52, the Com- 
mission held that demurrage charges assessed for detention at 
Townley, N. J., of carloads of hay in April, May and June, 1920, 
were illegal as to shipments reconsigned to New York harbor 
points because the applicable reconsignment tariff did not pro- 
hibit reconsignment to an embargoed point, which New York 
was at that time. The Lehigh Valley contended that the provision 
in the general reconsignment tariff forbidding reconsignment to 
embargoed points was broad enough to put the complainants on 
notice, and that therefore the charges were legally imposed. 

That position, the Commission said, was untenable “since 
the shippers’ rights and obligations are determined by the special 
governing tariff and not by knowledge of defendant’s usual prac- 
tice indicated by other general tariffs.” 

Fifty-five carloads of hay, some started before, and some 
after the beginning of the switchmen’s strike in the spring of 
1920, caused the trouble. The Lehigh Valley refused reconsign- 
ment to points in New York harbor on the ground that the 
general reconsignment tariff forbade reconsignment to embargoed 
points. The special reconsigning tariff applicable at Townley, 
a station about 14 miles west of.Jersey City, was silent on that 
point. It contained no limitation. 

As to the charges assessed on shipments reconsigned to 
points other than New York, in violation of the rule that recon- 
signment could not be made, after the removal of the embargo, 
if the freight was started from its point of origin during the 
existence of an embargo, the Commission held them unreason- 
able, on the authority of its condemnation in the Reconsignment 
case, 47 I. C. C. 590. 

In disposing of the case the Commission said: 


The general reconsignment tariff prohibited reconsignment, after 
removal of the embargo, to a destination against. which an embargo 
was in force at the time the shipment was forwarded from point of 
origin. It is possible that some of the demurrage on shipments 
ordered reconsigned to destinations other than New York harbor 
points was assessed by reason of such provision, which was con- 
demned in Reconsignment Case and later cases. 

Charges were assessed on shipments wholly or partly unloaded at 
Townley under the average agreement plan, and charges on recon- 
signed shipments were assessed under the special reconsignment and 
demurrage tariffs. The accuracy of the charges assessed can not be 
determined upon this record. 

We find that demurrage charges assessed on the shipments ordered 
reconsigned to destinations shown in defendant’s New York harbor 
tariff were illegal; that demurrage charges assessed on shipments 
which originated during the existence of an embargo, but which were 
ordered reconsigned to destinations other than New York harbor 
points subsequent to the removal of such embargo, were unreason- 
able; that demurrage was legally and lawfully charged on the remain- 
ing shipments. 


FORE RIVER A COMMON CARRIER 


The Fore River Railroad Corporation, the Commission has 
decided, in a report on No. 12477 Massachusetts Oil Refining 
Corporation vs. Boston & Albany et al. (opinion No. 7443, 66 I. 
C. C., 535-43), was a common carrier September, 1920, and still 
is a common carrier entitled to joint rates and divisions thereof 
with the New Haven. The road is 1.5 miles long. It was built 
by the Fore River Ship & Engine Company, which is now owned 
by the Bethlehem Shipbuilding Company. It became a common 
carrier at the solicitation of the public authorities of Massa- 
chusetts who said it was needed in their scheme for developing 
the water front of Massachusetts. The public service commis- 
sion, in pursuance of an agreement with the shipbuilding com- 
pany, issued a certificate of public convenience under which the 
industrial railroad became a common carrier, although the ship- 
building company was not anxious to have its railroad acquire 
the status of a common carrier. 

The Massachusetts Oil Refining Company complained that 
the Fore River’s rates on petroleum and its products were un- 
reasonable because they were, in all instances, 2.5 per 100 
pounds higher, on refined oils than the rates from the junction 
point at East Braintree; and on fuel oil higher for each two or 
more line haul than for hauls over a single line for equal dis- 
tances. 

The higher rates resulted from the refusal of the New Ha- 
ven to make joint rates. It denied the common carrier status 
of the short line. The first question, then, to be decided was 
as to the status of the Fore River Railroad. The Commission 
held it was and had been a common carrier since September, 
1920, which was far enough for it to go back, because the traffic 
involved did not begin moving until the date mentioned. 

The Commission held the rates on refined oil unreasonable 
to the extent that, on refined oils, they exceeded the mileage 
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scale rates applicable on oils of that kind, with an allowance 
of two miles for the mileage of the Fore River. 

The Commission further held the rates on fuel oil unrea- 
sonable to the extent that they exceeded the rates on refined 
oils, shipped on an estimated weight of 6.6 pounds per gallon, 
using, however, an estimated weight of 7.4 on fuel oil. In other 
words the fuel oil rates, no matter over how many lines they 
may apply, must not be higher than the rates on refined oils, 
using, however, the higher estimated weight per gallon, in cal- 
culating the charges on shipments of fuel oil. The Commission 
also awarded reparation. 

The new bases of rates are to be made effective not later 
than May 15. 





RATE ON GASOLINE 


A finding of unreasonableness and an order of reparation 
have been made in No. 12324, Wofford Oil Co. vs. Houston 
& Brazos Valley, Director-General et al., opinion No. 7458, 66 
I. C. C., 601-3, as to a rate of 65 cents on nine carloads of gaso- 
line, shipped in July and August, 1919, from Bryanmound, Tex., 
to Birmingham, Ala. It held that rate unreasonable to the 
extent it exceeded 54.5 cents, a subsequently established rate, 
and ordered reparation for the difference. 


RATE ON FLOUR AND GRAIN PRODUCTS 


An order of dismissal has been made in No. 12310, Buhler 
Mill & Elevator Co. vs. Director-General, as agent, opinion No. 
7462, 66 I. C. C. 6138-14, on a holding that rates on shipments 
of flour and grain products, milled at Buhler, Kan., from wheat 
originating in Oklahoma and Kansas, and shipped to eastern 
points, were applicable and not shown to have been unreason- 
able, between September, 1919, and January, 1920, when the 
shipments in question moved. The question was as to the ag- 
gregate charge for the line-haul and the out-of-line haul, the 
carriers contending that the two factors were separately in- 
creased, so that the out-of-line charge was increased from 3 to 4 
cents and the aggregate increase was 7 cents, notwithstanding 
the general limitation that increases on grain and grain prod- 
ucts should not exceed 6 cents. The Commission held there 
had been compliance with General Order No. 28 and, even if 
there had not been, the mere fact of non-compliance did not 
show the resulting rate or charge to have been unreasonable. 





RATES ON AUTO BODY WOODWORK 


A finding of unreasonableness and an award of reparation 
have been made in No. 12382, Chevrolet Motor Company of 
Texas vs. Director-General, as agent, Chicago, Rock Island & 
Pacific, et al., opinion No. 7464, 66 I. C. C., 617-8, as to rates on 
auto body woodwork, knocked down, carloads, from St. Louis 
to Fort Worth, Tex., between September 13, 1917, and February 
28, 1920. It held they were unreasonable to the extent they ex- 
ceeded 50 cents prior to June 25, 1918, and 62.5 cents there- 
after and that reparation should be made to the basis of the 
rates mentioned. The complainant contended the rates were 
unreasonable to the extend they exceeded the rates on wagon 
material and the Commission, without saying so, adopted that 
view, the rates of 50 and 62.5 cents being those contempo- 
raneously applicable to wagon material. 


BEAUMONT CASE DISMISSED 


The Commission has dismissed No. 12059, Beaumont Cham- 
ber of Commerce vs. Alexandria & Western et al., opinion No. 
7444, 66 I. C. C., 544, because the relief sought was accorded 
in the Commission’s decision in iron and steel articles from 
Galveston (61 I. C. C., 270). The Commission, in the latter 
case, decided the carriers had not justified their proposals and 
required the cancellation of the schedules therein suspended. 
The instant case was filed before the decision was made in the 
Iron and Steel Articles case. At the hearing Beaumont said it 
would be satisfied with the rates remaining in effect if the sus- 
pended tariffs should be cancelled. The Port Arthur Chamber of 
Commerce and Shipping intervened to prevent any disturbance 
of the parity between Port Arthur and Beaumont, but offered no 
testimony in support of its allegation that Port Arthur and Beau- 
mont should be kept on a parity. 


LUMBER, LOUISIANA TO NORTHWEST 


In a report on No. 12107, Ferd. Brenner Lumber Co., Inc. vs. 
Atchison, Topeka & Santa Fe et al., opinion No. 7456, 66 I. C. C. 
595-8, the Commission has held rates charged on lumber from 
Alexandria, La., to destinations in California, Washington, Ore- 
gon and British Columbia, between November 8, 1917, and Febru- 
ary 27, 1918, inclusive were applicable. It further held that a 
tariff offering a lower basis of rates to which it said reparation 
should be made was in violation of section 6 of the act. The 
tariff that was held to be in violation of section 6 and which 
caused the award of reparation was a Texas & Pacific publication. 

The lumber was moved over the Texas & Pacific to Alex- 
endria and thence under a trans-continental tariff to destination. 
The question for determination, the Commission said, was 
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whether, under the provisions of the respective tariffs naming 
the log rates to, and the lumber rates from, Alexandria, the rates 
applicable on the lumber were those in effect when the ship- 
ments of logs originated or the higher rates in effect when the 
lumber was forwarded from Alexandria. The charges were col- 
lected on the higher lumber rates. The measure of none of the 
rates was in question. 

Under the Texas & Pacific tariff it was provided that when 
the products (of logs) which must equal 33 1-3 per cent of the 
weight of the rough material into the transit point were shipped 
out of that point via its lines to Louisiana points or to interstate 
destinations to which through rates were published the charges 
into transit points would be refunded to the basis of the rate 
on rough material into. the transit point at a rate shown in one 
of the items in the tariff. The material part of the provision 
in issue was “the rate to apply on the products moving out of 
the transit point under this tariff will be that in effect from 
the transit point on date of shipment from point of origin of the 
rough material.” The complainant complied with the require- 
ments of that rule and refund on the logs was made as provided 
therein. The rates charged on the lumber, however, were those 
published in Countiss’ transcontinental tariffs I. C. C. Nos. 1048 
and 1049, effective March 15, 1918, and ranged from 12 to 17 cents 
higher than those in effect on the dates of the shipments of the 
logs. 

The direct issue was created by Note No. 1, in the Countiss 
tariffs providing that transit privileges would be permitted only 
when specific authority therefor was published in that particular 
tariff in connection with the rate on the commodity. The com- 
plainant contended that the provisions of the trans-continental 
tariffs had no application to the inbound movement of the logs 
or the transit thereon at Alexandria; that Note No. 1 had the 
effect only of prohibiting stoppage at a transit point between 
Alexandria and the final destinations; and that these tariffs could 
not be construed in disregard of the primary and unqualified con- 
tract of carriage held out to the public in Texas & Pacific I. C. 
C. 2014, to which reference was made in the description of the 
Texas & Pacific offering. 

In deciding the case the Commission said it was clear the 
transit provisions of the trans-continental tariff referred only 
to transit on the commodity transported and not to the prior 
transit on the logs at Alexandria; it followed, the Commission 
said, that the trans-continental tariffs were neither governed T. 
& P. I. C. C. 2014 nor had the effect of nullifying the unrestricted 
provisions of that tariff wherein shippers were notified that when 
the lumber manufactured from logs transported thereunder to 
Alexandria moved via the Texas & Pacific to “interstate destina- 
tions to which through rates are published in tariffs on file with 
the Interstate Commerce Commission” the rates to apply would 
be those in effect from Alexandria to destinations “on date of 
shipment from point of origin of the rough material.” 

The Commission said that aithough the rates charged were 
applicable the effect of item 43% of T. & P. I. C. C. No. 2014 was 
that the T. & P. published by reference, without the concurrence 
of its connections, the joint rate contained in the trans-conti- 
nental tariffs in effect when the shipments moved. Such a publi- 
cation, the Commission said, was in direct contravention of its 
rules; it said the complainant was justified in relying on the 
lower basis of rates thus offered and thereby suffered damages 
for which it might award reparation. 


RATES ON FERTILIZER 


A finding of unreasonableness and an award of reparation 
have been made in No. 12311, Swift & Company vs. Director- 
General, as agent, opinion No. 7463, 66 I. C. C., 615-6, as to rates 
on fertilizer in bags, from Cleveland to Minford, O., during fed- 
eral control. The Commission said the rates of 20.5 and 26 cents 
were unreasonable because they exceeded 14 cents prior to 
June 25, 1918, and 17.5 cents after that date. They were the 
rates in effect in the opposite direction. The director-general 
denied the higher rates southbound were unreasonable, but, ac- 
cording to the report, offered no explanation for the maintenance 
of the lower rates in the opposite direction. 


BASIS FOR REPARATION 


In a report on Ex Parte No. 80, in the matter of awarding 
reparation on a lower basis prior to June 25, 1918, than on and 
after that date, opinion No. 7493, 68 I. C. C. 5-8, the Commis- 
sion, speaking through Commissioner Hall, said that “whether 
reparation should be awarded on the same basis in respect of 
transportation during federal control before and after June 25, 
1918, depends upon the facts of record in each case.” 

This is the case in which the Director-General, in effect, 
contended that in the making of awards of reparation on ship- 
ments moving between January 1 and June 24, 1918, inclusive, 


‘ the Commission should apply the scale of rates put into op- 


eration by General Order No. 28. Commissioner Hall, in his 
report, said the proceeding was instituted upon the Commis- 
sion’s own motion to afford interested parties an opportunity 
to argue orally the question whether, in finding unreasonable, 
the rates charged by the Director-General of Railroads on traffic 
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which moved during federal control and in awarding reparation 
therefor it should apply a lower basis to shipments made prior 
to June 25, 1918, than on shipments made on and after that 
date. After that statement of the chief facts, Mr. Hall said: 


The position of the Director General is that we should adopt a 
uniform rule based upon the principle that any rate found unreason- 
able on such shipments made prior to June 25 should include the 
general increase effective on that. date because the increase in wages 
of railroad employes was made retroactive to the beginning of federal 
control on January 1; 1918, and because railway materials and other 
expenses had substantially increased before the increase in rates was 
operative. In this respect he asks that consideration be given to the 
fact that although certain economies were instituted as an incident of 
federal control there’ was a deficit in operating results for the period 
from January 1 to June 24, 1918. He calls attention to decisions in 
which we appear to have recognized the point urged by him. Lake 
Park Refining Co. vs. Director General, 60 I. C. C., 381; Steel Cities 
Chemical Co. vs. Director General, 56 I. C. C., 723; and Swift & Co. 
vs. Director General, 61 I. C. C., 567. But in Nagase & Co. vs. Director 
General, 62 I. C. C., 422, the Director General relied upon these cases 
in support of this proposition, and we said: 

‘We do not understand the cases cited by the Director General are 
authority for the broad proposition for which he contends. It would 
be easy to cite many cases in which the Commission has found cer- 
tain rates reasonable down to June 24, 1918, and the same rates plus 
the increases under general order No. 28 to be reasonable after that 
date. * -* * This contention overlooks the fact that a shipper is 
entitled to a reasonable rate and that one of the tests of a reasonable 
rate is its relationship to other rates on the same or analogous com- 
modities between points in the same general-territory for similar dis- 
tances.”’ 

The Director General does not contend that the increase of June 
25, 1918, should be applied retroactively. His position is that if, in 
awarding reparation against him, the same. basis is not applied on 
shipments made prior to June 25 as on shipments. thereafter, the 
effect is to penalize the government for having failed to initiate 
at an earlier stage of federal control the increased rates. which, if 
then established, would doubtless have been found reasonable. 

The chief argument made by shippers is that rates in this country 

are, generally speaking, adjusted with relation to other rates and 
that the question whether a particular rate is reasonable is deter- 
mined largely by consideration of rates exacted on analogous com- 
modities under comparable conditions. We have often recognized 
the principle that the words ‘“‘just and reasonable’ imply the appli- 
cation’ of good judgment and fairness, of common sense and a sense 
of justice, to the facts of record. The words ‘‘just and reasonable’ 
are not fixed unalterable mathematical terms. Advances in Rates on 
Coal by the C. & O. Ry. Co., 22 I. C. C., 604. Moreover, as has 
been recognized by the Supreme Court, there must exist range for 
“the flexible limit of judgment which belongs to the power to fix 
rates.’’ Atlantic Coast Line vs. N. Car. Corp. Com’n, 206 U. S. 1, 26. 
There could be no flexible limit of judgment if all rates were to be 
measured by their relation to cost or by a predetermined rule. 
: Shippers urge that the rule suggested by the Director General 
is unsound and if adopted would bring about anomalous situations. 
In Sulzberger & Sons Co. vs. C.; R. I. & P. Ry. Co., 55 I. Cc. G, 
691, the complaint was filed in 1916. The decision was in 1919. If 
the reasonable maximum rates there prescribed had been established 
prior to June 25, 1918, they would have been subject to the general 
increase of that date. Can it be. said that because a case is decided 
after June 25 the fact that rates prior to that date were on a dif- 
ferent level should be disregarded? The Director General asks in 
effect that, where particular rates are found unreasonable after June 
25 on shipments which moved during Federal control both before and 
after that date, we arbitrarily use January 1, 1918, as the dividing line 
because the retroactive application to January 1 of the wage award 
substantially increased the operating expenses during the ensuing 
period down to June 25, although operating revenues were not in- 
creased until the latter date. That is another way of saying that 
the increases effective on June 25 should be applied retroactively to 
January 1, 1918, in so far as affecting complaints. If that contention 
is sound as applied to the Director General it is likewise sound as 
applied to the corporate carriers. Their rates were increased on 
August 26, 1920, following Increased Rates, 1920, 58 I. C. C., 220, and, 
as the wage award of the United States Labor Board of July, 1920, 
to railroad employes was applied retroactively to May 1, 1920, the 
question would arise in determining the reasonableness of rates on 
shipments made prior to August 26, 1920, whether any rate, found 
to have been unreasonable prior to that date’ may nevertheless 
properly include the percentage increase authorized in that case. 
Shippers might with equal propriety ask that general reductions 
apply retroactively. 

The fact that in some of the decided cases we have awarded 
reparation to the same basis upon ‘shipments made before and after 
June 25, 1918, does not necessarily reflect any variance .in. prin- 
ciple. The Director General urged in many of these cases that 
conditions which led to the increases of June 25, 1918, existed’ prior 
to that date, and in certain instances our award of reparation to 
the same basis before and after June 25, 1918,.showed that, in those 
instances, we considered the contention well founded and controlling. 
But in the preponderance of cases we have not found the same con- 
tention of equal merit. Operating conditions prior to June 25,’ 1918, 
including the retroactive application of the wage award, were im- 
portant factors, but they were not necessarily controlling in deter- 
mining the reasonableness of rates after January 1 of that year. 
Unconsciously, it may be, but none the less really, counsel for the 
Director General asks us to decide cases in advance by laying down 
some principle of determination which will be controlling before we 
know anything about the state of facts to which it will be applied. 
We are convinced that we would not be warranted in announcing 
any rule of general application as a basis for determining the reason- 
ableness of rates exacted on shipments moving before or after June 
25, 1918, or any other date. We are equally convinced that in pro- 
ceedings against the Director General, as in all others, we must 
adhere to the sound and salutary principle that whether and to what 
extent a rate was or is unjust or unreasonable in a particular case 
is a question of fact, to be determined by the exercise of good judg- 
ment, informed by experience, in the light of all the pertinent facts 
of record in that case. 

No occasion appears for reopening any of the cases which have 
been pressed upon our attention and this proceeding will be dis- 
continued. No order is necessary. 


RATINGS ON HIPOLITE 


In a report on No. 12242, Hypolite Co. vs. Akron, Canton & 
Youngstown et al., opinion No. 7476, 66 I. C. C., 866-8, the Com- 
mission has held the present classification ratings on hipolite 
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not unreasonable. It is held that the former any-quantity rat- 
ings of first class in Official and second in Western and South- 
ern Classification territories were unreasonable as applied to car- 
load shipments to the extent they exceeded third class, and 
awarded reparation on that basis on shipments moving between 
January 1, 1917, and August 15, 1920. 





RATES ON LUMBER 


The Commission has held in No. 12165, I. L. Gilmore et al. 
vs. Missouri, Kansas & Texas et al., opinion No. 7457, 66 I. C. C., 
599-01, that the applicable rates on lumber from Burkburnett to 
Bristol and Slick, Okla., via Denison, Tex., and to Commerce, 
Okla., via Frederick, Okla., during the last three months of 1920 
were not unreasonable, but that some of the shipments had been 
overcharged. It held the applicable rates from Burkburnett to 
Bristol and Slick via Frederick unreasonable to the extent they 
exceed 39 and 44.5 cents, respectively. It authorized the waiv- 
ing of undercharges and directed the refund of the overcharges 
which, when done, will result in the dismissal of the complaint. 


CHARGES ON AUTOMOBILE JACKS 

The Commission has dismissed No. 12395, Chrevolet Motor 
Company of California vs. Director-General, as agent, et al., 
opinion No. 7480, 66 I. C. C., 677-8, holding that the third-class 
rate charged on shipments of automobile jacks in less than car- 
load quantities from Akron, Ohio, and Joliet, Ill., to Oakland, 
Cal., since January 4, 1918, were applicable and had not been 
shown to have been unreasonable or unjustly discriminatory. 
The question was as to whether the jacks involved were auto- 
mobile jacks. The Commission decided that the jacks in ques- 


tion did not fall within the description “jacks, wagon,” as con- 
tended by the complainant. 


MISROUTING OF COAL 


The Commission has dismissed No. 12222, William L. Car- 
ney vs. Director-General, and Chicago, Terre Haute & Southeast- 
ern, opinion No. 7449, 66 I. C. C., 560-1, holding that while 5 
carloads of soft coal from mines in Indiana to Chicago had been 
misrouted the complainant was not the real party in issue and 
not entitled to reparation. The complainant, the Commission 
said, was a public traffic manager at Chicago, who had not 
shown himself to be the party in interest. 


R. R. A. LAW DEPARTMENT SCORED 


The Trafic World Washington Bureau 


An unusually severe arraignment of the methods of the law 
department of the Railroad Administration was made by Paul 
K. Blanchard, attorney for Armour and Company, in arguments on 
No. 12400, Armour and Company vs. Alabama Great Southern, 
Director-General, et al.; No. 12483, J. Hungerford Smith Grape 
Juice Co. vs. A. T. & S. F. et al.; and No. 12600, Welch Grape 
Juice Co. vs. Atlantic Coast Line et al., in which three examiners 
recommended a holding of unreasonableness and an award of 
reparation as to rates on grape juice. Blanchard accused Thomas 
M. Woodward, attorney for the Railroad Administration, who 
wrote exceptions to the report of the examiners, of going 
outside the record and of making statements as to matters so 
brought in that were false both as to fact and as to law. 
Blanchard also accused Woodward of having taken immaterial 
parts of the record, ignoring material parts, and putting the first 
mentioned forward as typical of the record on the question of 
paying and bearing the charges. 

Woodward was not present. Royal C. McKenna made answer 
for the Railroad Administration. Blanchard said his reason 
for attacking the exceptions filed by Woodward in argument in- 
stead of by printed answer was to be found in the fact that he 
did not physically see or hear of the exceptions until after the 
time allowed him by the rules for answering had expired, because 
he was busy in the general rate inquiry and other cases away 
from his office. He said if his experience in this case had been 
the first, he would not have taken the matter so seriously. 

In his answer to Blanchard, McKenna devoted himself 
merely to the attack on Woodward’s way of quoting the testi- 
mony. He read extracts from the testimony to show that it 
was hearsay and subject to the motion made by Woodward and 
that Woodward was not trying to deceive nor mislead the Com- 
mission. Woodward, he said, was an old examiner of the Com- 
mission and would not think of trying anything of that kind. 

The controversy revolved around the question of reparation. 
Woodward moved to strike out much of the testimony as to who 
had borne the charges on the ground that it was hearsay. To 
show that, even if Armour and Company had paid and borne the 
charges, technically speaking, return of them to that company 
would result in giving that packer illegal profits because, he said, 
the Food Administration rules prescribed the amount of profit a 
packer might take: He said reparation should not be made to 
a packer because freight rates were recognized by the rules of 
the Food Administration and, undoubtedly, Armour and Company 
had included the freight in the cost accounts used for deter- 
mining the profit the company legally might earn. 

In addition to that, Woodward suggested it was uncertain 
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whether Armour and Company, an Illinois corporation, or Armour 
& Co., a New Jersey corporation, had paid and borne the charges. 
Blanchard said Woodward’s observations on that head were 
made in such a way as to suggest that there was mystery about 
the various Armour companies. What seemed to irritate him 
most, however, was that Woodward had asserted that Armour 
and Company did not tell the Commission about the inter-cor- 
porate relations. 

“Nobody asked any questions about the companies,” said 
Blanchard. “Lest the Railroad Administration lawyers again 
seek to make a point, I am going to leave with this Commis- 
sion copies of the applications for incorporation, the charters and 
licenses to do business issued to Armour and Company, an Illi- 
nois corporation, and Armour & Co., a New Jersey corporation, 
100 per cent of the stock of which is owned by Armour and 
Company. 

“When Mr. Woodward said the grape juice business of Ar- 
mour and Company was under the control of the Food Admin- 
istration or that grape juice came under any part of the Lever or 
food control law, he made a false statement as to the fact and as 
to the law. The grape juice part of the business was never under 
control and the Supreme Court held unconstitutional those parts 
of the Lever law which he quoted in his exceptions to the report 
of the examiners. The decision that those parts of the Lever 
law which he quoted in his exceptions were unconstitutional 
was made months before the exceptions were written and I file 
with this Commission a copy of the Supreme Court opinion for 
the benefit of the Railroad Administration. 

“But even if there were uncertainty as to which company 
had paid and borne the charges, attack upon a misnomer would 
not lie after the case had been tried on its merits. But there 
was no misnomer. It is true that Mr. Woodward, after quoting 
from Poor’s Manual (whether accurately or not I do not know) 
referred continually to Armour & Co., while the petition in the 
case shows Armour and Company were complaining and alleged 
they were damaged by the payment of these unreasonable rates.” 

In conclusion Blanchard said he hated to say it but he had 
a point in the matter which he would reserve for use in the 
event the Railroad Administration, in the trial of the forty odd 
eases in which his clients were interested, resorted to any further 
practices of the kind to which he had been alluding. He said 
the course of the Administration lawyers had been such that he 
felt, in justice to his clients, he should not lay everything before 
the Commission at this time, but reserve it against the time 
when he might need it. 

This controversy about ethics overshadowed the issue in the 
complaints as to the reasonableness of the rates on grape juice 
from the two big producing centers, western New York and 
Southern Michigan, to the southeast, to Carolina territory and 
to the southwest. Fifth class is imposed. The complainants 
asked for either the canned goods or non-alcoholic beverage 
rates. In behalf of the Director-General their contentions were 
opposed by L. P. Day, W. J. Stevenson and E. C. Blanchard, who 
radically disagreed with the other Blanchard. Luther M. Walter 
appeared for complainants other than Armour and Company. 


VALUATION REPORTS 


Property wholly owned and used by the Raritan River Rail- 
road Company of New Jersey has been valued at $1,215,416 
by the Commission as of June 30, 1916. The carrier has issued 
a total of $940,000 in capital stock and first-mortgage bonds, all 
of which was outstanding on date of valuation. The capital 
stock totals $540,000 and the bonds, $400,000. 

The property of the Linville River Railway Company of 
North Carolina was valued at $249,662 as of June 30, 1916. The 


’ earrier has issued a total of $326,032 in stocks, bonds and non- 


negotiable debt, of which $245,528 was outstanding on rate of 
valuation, $60,000 being stock and the rest non-negotiable debt. 

In a report on the Duluth & Superior Bridge Company the 
Commission found a value of $640,000 as of June 30, 1916. The 
carrier has issued a total of $1,150,000 in stocks and bonds, all 
outstanding on date of valuation, $200,000 being in capital stock 
and the rest in mortgage bonds. 

The property of the Louisiana Railway & Navigation Com- 
pany was valued at $10,796,479 as of June 30, 1917. The total 
capitalization of the carrier was found to be $18,677,328, con- 
sisting of $8,131,000 of capital stock, $10,545,000 of first mortgage 
bonds and $1,328 of equipment trust obligations. 

The property of the Wildwood & Delaware Bay Short Line 
Railroad Company has been valued at $190,000 as of June 30, 
1916. The carrier has issued a total of $806,100 in stocks and 
bonds, all outstanding on date of valuation, of which $378,000 
are in capital stock and $428,000 in first mortgage bonds. 


The Commission has placed a tentative final value of $162,- 
331 on the property of the Columbia (S. C.) Union Station 
Company as of June 30, 1916. 


The Commission has placed a value of $3,189,429 on the 
property of the Northern Alabama Railway Co. as of June 30, 
1916. The outstanding capital liabilities of the company on 
date of valuation totaled $4,288,067, of which $1,943,300 was 
capital stock. 
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RATES ON ROUGH RICE 


A recommendation that the rates on rough rice be held un- 
reasonable and reparation be awarded, has been made by Ex- 
aminers John H. Howell and William B. Hunter in a report on 
No. 11898, Beaumont Chamber of Commerce vs. Beaumont, Sour 
Lake & Western, Director-General, et al. The rates under attack 
were exacted on shipments from points in Arkansas and Louisi- 
ana to Beaumont and Eagle Lake, Tex. They recommended 
the following holding: 


1. That for the transportation of rough rice, in carloads, from 
points in Arkansas and Louisiana to Beaumont and Eagle Lake, Tex., 
the rates were unreasonable prior to June 25, 1918, to the extent that 
they exceeded those enumerated below, and from June 25, 1918, to 
August 26, 1920, to the extent that they exceeded the following rates 
increased 25 per cent; and that the present rates are and for the 
future will be unreasonable to the extent that they exceed the said 
latter rates increased as authorized in Increased Rates, 1920, 58 
I. C. C., 220. This scale should be applied to both single-line hauls 
and those involving two or more lines: 


Rate, Distances. cents. 
Distances. cents. Rate, 
20 miles and unde?r... ....s:600. 5 230 miles and over 200 miles... 15 


35 miles and over 20 miles.. 


6 265 miles and over 230 miles... 16 
50 miles and over 35 miles.. : 
9 


300 miles and over 265 miles.. 17 
335 miles and over 300 miles.. 18 
375 miles and over 335 miles... 19 


65 miles and over 50 miles.. 
80 miles and over 65 miles.. 


100 miles and over 80 miles.. 10 425 miles and over 375 miles.. 20 
125 miles and over 100 miles... 11 475 miles and over 425 miles.. 21 
150 miles and over 125 miles.. 12 550 miles and over 475 miles.. 22 
175 miles and over 150 miles.. 13 625 miles and over 550 miles... 23 


200 miles and over 175 miles... 14 


TEXAS ROUGH RICE SCALE 


In a tentative report on No. 9922, Lake Charles Rice Milling 
Co. vs. Abilene & Northern et al., Examiner F. W. McM. Wood- 
row has recommended an order recommending the destruction 
of the Texas intrastate rough rice scale in so far as it is ap- 
plied to the shipment on transit arrangement of the rough rice 
to mills in Texas and clean rice and by-products of milling to 
destinations outside Texas. As to that scale for application on 
shipments of rough rice into Texas mills at Orange, Beaumont 
and Houston, and the clean rice to Texas destinations, he said 
the volume of the traffic is so small it is not a burden on inter- 
state commerce nor an undue prejudice against the complainant. 

His conclusion, as stated by him, is that the complainant is 
not subjected to undue prejudice because of the application of 
the Texas intrastate scale on rough rice from Texas points to 
Orange, Beaumont and Houston, when the milled product moves 
intrastate. But, he said, the application of the Texas intrastate 
scale to rough rice, when milled in transit and reshipped to 
points in other states, from the Texas points, to Orange, Beau- 
mont and Houston, and of the interstate scale from the same 
points of origin to Lake Charles, La., results in undue prejudice 
to the complainant, and of undue preference of complainant’s 
competitors. His suggestion is that the undue prejudice and 
preference be ordered removed by applying to such shipments 
the present interstate rough rice scale. 

The original report in this case was made in 63 I. C. C. 18. 
The rough rice scale recommended by him as a substitute for the 
Texas scale on the traffic with which he dealt was prescribed by 
the Commission in the prior report in this case. The question of 
undue prejudice was left open for further hearing. He said the 
Commission’s purpose in holding the further hearing as to the 
undue prejudice issue was to comply with the spirit of the trans- 
portation act which was passed subsequent to the original hear- 
ing. Woodrow said the Commission sought the assistance and 
co-operation of the Texas commission, and at that hearing, ac- 
cording to the examiner, that body was given every opportunity 
to present testimony or offer suggestions. It presented no testi- 
mony. It said complaints were then pending before it which 
attacked as unreasonable the Texas intrastate rates on rough 
rice involved in this case. It suggested that if the federal com- 
mission were to find that Orange, Houston and Beaumont were 
unduly preferred and the undue preference were ordered to be 
removed by the application of the rough rice interstate scale, 
then the three milling points in Texas before mentioned would 
be subjected to undue prejudice and all other Texas points would 
be unduly preferred because of the lower intrastate scale. 

Woodrow said the railroads applied the rough rice intra- 
State scale to the mills even when the product goes to inter- 
state destinations. He figured that because Lake Charles had 
to pay the interstate rough rice scale into Lake Charles, it was 
at a disadvantage of about $6 per car of 60,000 pounds because of 
the difference in weights of the rough rice in and the product and 
by-product out. 

The railroads cheerfully admitted undue prejudice and sug- 
gested that the way to remove it would be to apply the inter- 
State scale. The complainant, however, suggested the removal 
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of the undue prejudice by the extension of the scale made by the 
Texas commission to cover interstate traffic on the ground that 
the scale prescribed by the Commission in the original report 
was too high. Woodrow said the reasonableness of that scale 
was not in issue and recommended the application of the inter- 
state scale, with the limitation before mentioned, namely, to rice 
going outside of Texas. 

In a report on a case brought by the same complainant and 
having the same number, namely, No. 9922, against the Abilene & 
Northern, Director-General et al., Attorney-Examiner M. .A. 
Pattison, upon further hearing, recommended a denial of the 
complainant’s request for the establishment of milling-in-transit 
at Lake Charles on rough rice from Arkansas and California. 
He said the reasons for ordering transit on rice from Louisiana 
and Texas points, to Lake Charles, were not controlling as to 
rough rice from California and Arkansas. Therefore, he said the 
order of the Commission of July 25, 1921, should be modificd as 
not to require milling-in-transit on California and Arkansas rough 
rice. 

The only difference in the titles to the cases on which 
Woodrow and Pattison made reports is that the Director-General 
was a party in the case on which Pattison made a report and 


not in the one on which Woodrow submitted his views as to 
what the Commission should do. 


RATES ON ISTLE 


In a report pn No. 12493, F. S. Smith & Son vs. Director- 
General, Beaumont, Sour Lake & Western et al., Examiner Peter 
C. Paulson, recommended a holding of unreasonableness as to 
rates on istle, from Eagle Pass and Laredo, Tex., to various 
northern and eastern destinations where cordage factories were 
in operation on and after June 25, 1918. The shipments origi- 
nated in Mexico. The movement was begun via the all-rail 
routes during the war when the shortage of tonnage threw 
American cordage interests back on the Mexican product to such 
an extent that they had to use the all-rail, instead of the cus- 
tomary routes, through American gulf ports. All-rail rates were 
in great confusion. 

Paulson said the Commission should hold rates unreason- 
able, in the period between June 25, and August 26, 1920, 
to the extent they exceeded 54.5 to St. Louis; 67 cents to Chicago, 
Milwaukee and Peoria; 67.8 cents.to Cincinnati and Covington; 
34.5 cents to Galveston, 75.7 cents to Xenia; 0.78 cents to St. 
Paul and 67 cents to New York, and that the through rates to 
Burlington, Brooklyn, Philadelphia and Baltimore were unreas- 
onable to the extent that the components to St. Louis and Cin- 
cinnati exceeded 54.5 and 67.8 cents, and that the rates since 
August 26, 1920, have not and are not unreasonable. 


He also said reparation should be made to the bases sug- 
gested by him. 


REFRIGERATION CHARGES 


In a proposed report on No. 12779, National Preserves and 
Fruit Products Association vs. Abilene & Southern et al., Ex- 
aminer C. I. Kephart recommending a holding that regrigeration 
charges on preserved fruits and berries, shipped from Oregon and 
California points to various destinations throughout the United 
States, in the period between May 15, 1917, and February 27, 
1920, were unreasonable to the extent they exceeded the con- 
temporaneous basic deciduous fruit charges between the same 
points, for a minimum loading of 50,000 pounds, excess in pro- 
portion. 

Kephart recommended the ordering of reparation to one of 
the complainants which submitted specific proof of shipments, 
and the holding of further hearings to enable other shippers, 
members of the complaining association, to make their proof, be- 
cause the association desired to obtain a ruling on the basic 
proposition before undertaking proof. The report also covers 
a sub-number brought by the same association against the Di- 
rector-General, as agent, et al. 

The preserved fruits and berries mentioned in this complaint 
are those used in making jams, jellies, and fruit butters. The 
fruits and berries are packed in paraffin lined barrels, sometimes 
with and sometimes without sugar. They are kept in cold stor- 
age for periods from one to six months at temperatures ranging 
from 10 F. to —10 F. When shipped they are put into pre-cooled 
refrigerators, the temperature in which is kept below freezing 
so as to prevent fermentation. 

Until May, 1917, they were carried as perishable freight not 
otherwise specified. Then the Southern Pacific tried to apply 
the deciduous fruits and berries rates, but uncertainties in 
publication and an overlooking of the fact that the minimum on 
such fruits and berries was only 26,000 pounds, led to enormous 
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increases in the charges on an average car of the heavy loading 
traffic. Kephart came to the conclusion that the effort was to ap- 
ply the deciduous fruits and berries rate, without thought as to 
what the ignoring of the low minimum would have on such a 
heavy loading commodity, due to the “excess in proportion” part 
of the tariff publication. Undercharge bills were presented to 
shippers who had not paid the higher charges. The examiner 
thinks the Commission should waive those not yet paid and order 
reparation, down to the basis of a 50,000 minimum. 


RATES ON FIR PILING 


In a proposed report on No. 13121, Charles K. Spalding 
Logging Co. vs. Director-General, as agent, Southern Pacific et 
al., Examiner P. F. Gault recommended a holding that rates on 
fir piling from points in Oregon to California destinations, dur- 
ing federal control, were not unreasonable or ctherwise unlaw- 
ful, although they were higher by 10 cents than the rates on 
fir lumber. 

As to shipments of fir piling transported on more than one 
car, from points in Oregon to Detroit, the examiner said the 
Commission should make a holding of unreasonableness and an 
order of reparation because the rates on piling so long as to 
require the use of two or more cars were higher than the rates 
on fir lumber and piling not requiring the use of more than one 
car. 

The examiner said that nothing had been brought out by the 
testimony in this case which was not before the Commission 
when it held, in cases involving double and triple loads, that 
rates on such loads should not exceed the rates on fir piling 
and fir lumber in single car loads. He said the facts about 
double and triple loading brought out in this case had also been 
brought forward by the carriers in the other cases in which 
that kind of loading was under consideration, notably 52 I. C. C. 
598 and 55 I. C. C. 625. 

Only the factor from the Oregon points of origin to Chicago 
was under attack. The factor from Chicago to Detroit was not 
under attack because, when the General Order No. 28 increase 
was made, only five cents was added to the rate which then 
applied to lumber and piling, without regard to the length. 

In the California end of the case it was shown that higher 
rates were applied on piling, no matter what its length, and 
that the competition of the boat lines did not cover the move- 
ment of piling, because that kind of forest product was not 


sought for boat transportation, while the competition for lumber 
tonnage was keen. 


REPARATION FOR MISROUTING 


An award of reparation on account of misrouting of oats 
from Louisville and Evansville to New Orleans, in August and 
September, 1918, has been made by Examiner J. O. Cassidy, in 
a report on No. 12792, American Hominy Company vs. Director- 
General, as agent. 

In the case of 16 carloads, no routing was specified by the 
shipper. In 54 instances it indicated the Illinois Central as the 
route, but at the same time inserted a rate which no longer 
applied over that route. ! 

The examiner said, as to the 16 unrouted shipments, it 
was the duty of the Director-General to route them over the 
cheapest line. As to the other 54, he said the Director-General 
should have obeyed Conference Ruling 474, requiring the car- 
rier, in instances when there is conflict between the rate and 
route, to ask for further instructions. The Director-General 
routed the cars as shown in the billing, but assessed, not the 
rate specified by the shipper, but the rates applicable over the 
specified route, without giving the shipper an opportunity to 
say which it preferred, the rate or the route. Therefore, the 
examiner said, the Commission should hold each of the ship- 
ments to have been misrouted and that reparation should be 
awarded to the basis of the lowest rate over the routes con- 
trolled by the Director-General. 


RATES ON LUMBER 


An extension of the coast-group basis of rates on lumber and 
forest products to points on the Valley & Siletz Railroad has 
been proposed by Examiner John A. McQuillan in a tentative 
report on No. 12962, S. A. Foster Lumber Co. vs. Valley & 
Siletz Railroad Co. et al. He recommended a holding that the 
rates on lumber and forest products from points on the Valley 
& Siletz are not unreasonable, but unduly prejudicial to the 
extent they exceed the coast-group basis of rates to destinations 
east of the Rocky Mountains. He recommended a holding that 
rates to Portland, for export, and to California points, were 
and are not unreasonable or otherwise unlawful. 

The Southern Pacific and the Valley & Siletz have been 
negotiating on the subject of establishing coast-group rates from 
points on the short line, it is 37 miles long, but have been 
unable to agree upon divisions. The Southern Pacific was 
willing to establish the coast-group basis, but unwilling to pay 
more than 4 cents as a division. The Valley & Siletz refused to 
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accept less than 5 cents. The Commission’s examiner did not 
say what the division should be, but passed only on the ques- 
tion as to whether the coast-group basis could be ordered. He 
said if the two carriers could not agree, a proper proceeding 
on that subject should be begun. 


CHARGES ON FIR SHINGLES 


In a tentative report on No. 12787, Central Wisconsin Sup- 
ply Co. vs. C. C. C. & St. L. et al., Examiner H. C. Wilson 
has recommended a holding that demurrage and other charges 
on a carload of fir shingles from Silver Beach, Wash., to Min- 
nesota Transfer and thence reconsigned to Charleston, Ill., were 
unlawfully assessed and collected. The car arrived at Minne- 
sota Transfer September 9, 1920, and was delivered seven days 
later to the’transfer and storage company, in compliance with 
a reconsignment order received September 13. The transfer 
and storage company had also received an order directing re- 
consignment to Charleston, Ill., and September 15 it advised 
the Northern Pacific that it had such an order. The latter con- 
strued all the transactions as meaning that the car had been 
held for reconsignment for a week and assessed penalties ac- 
cordingly. The examiner said the Commission should hold the 
car had been reconsigned twice and that it was released from 
its original destination September 13, the day it gave its order 
to have the car given to the transfer and storage company. 
The examiner said the delay was due to the failure of the 
Northern Pacific to execute the order. promptly. The latter 
contended that, because the final reconsignment order was given 


before the first was executed, the car was held the whole time 
for reconsignment. 


RATE ON MURIATE OF POTASH 


A rate of $1 per 100 pounds on muriate of potash, from 
Wilmington, Calif., to Bay City, Mich., and Niagara Falls, was 
in effect, during the early 
months of 1918, in the opinion of Examiner Leo J. Flynn. He 
has therefore recommended the dismissal of No. 12942, Diamond 
Match Company vs. Director-General, as agent. The complain- 
ant sought reparation to the basis of the subsequently estab- 
lished rate of 75 cents. That last mentioned rate was a com- 
promise, apparently, between the old rate of 60 cents on fer- 
tilizer materials, from the Pacific coast to the East. Muriate of 
potash, the production of which was begun, from seaweed. 
after the supply from Germany was cut off, moved on that rate. 
The railroad men said that that low rate, when established, was 
not intended to cover such a high-grade material as muriate 
of potash, although technically it came within that description. 
During the war muriate of potash, containing from 80 to 85 
per cent of potash, sold as high as $350 per ton. Before the 


war it sold for $40 or $45 per ton and the price now is back 
almost to the pre-war level. 





SAND, LOUISVILLE TO N. MANCHESTER 


In a report on No. 12776, North Manchester Foundry Co. 
vs. Cleveland, Cincinnati, Chicago & St. Louis, Examiner J. O. 
Cassidy has recommended a holding of unreasonableness as to 
rates on sand from Louisville, Ky., to North Manchester, Ind. 
The complainant asked for rates of $1.20 a ton and $1.68 a 
ton, the first before and the second after August 26, 1920. Sixth 
class rates of 17 and 24 cents were applied. The sand was 
of a particular kind needed for making castings such as the 
complainant desired to turn out. The shipments moved wholly 
over the Big Four. Contemporaneously the Big Four was a 
party to a rate of $1.90 between the same points. After August 
25, 1920, that rate became $2.66. Cassidy recommended an 
order requiring the establishment of the $2.66 rate for the future 
and reparation to the basis of the $1.90 and $2.66 rates. 


WHEAT RATE UNREASONABLE 


In a proposed report on No. 12344, Canby Milling Co. vs. 
Chicago, St. Paul, Minneapolis & Omaha, Director-General et al., 
Examiner Bronson Jewell recommended a holding that the rate 
on wheat, prior to September 1, 1917, from Minneapolis, origi- 
nating beyond, to Chicago, with milling in transit privileges at 
Canby, Minn., was unreasonable, to the extent it exceeded 17.1 
cents per bushel. It was 26.7. A further recommendation was 
that the rate since that time had not been shown to be or to 
have been unreasonable. He recommended reparation to the 
basis of the 17.1-cent rate, but that the complainant had not 


shown itself to have been damaged by any undue prejudice that 
may have existed. 


REPARATION ON OYSTER SHELLS 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner John A. McQuillan, in a 
report on No. 13096, King-Ryder Lumber Company vs.) Director- 
General, as agent, as to a rate of 26.5 cents per 100 pounds on 
oyster shells, from West Port Arthur, Tex., to Bon Ami, La., in 
December, 1918. The examiner said the Commission should 
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hold that rate unreasonable because it exceeded a combination 


of intermediates amounting to only 8.5 cents and award repara- 
tion to that basis. 


RATE ON COAL IN TENNESSEE 


Examiner Harris Fleming has recommended the dismissal 
of No. 12934, Hood Pottery Clay Products Co. et al. vs. Director- 
General, as agent, on a holding that the rate on slack, pea, nut 
and run-of-mine coal from Rathbun to Melville, Tenn., during 
federal control, had not been shown to have been unreasonable. 


FIGHT ON IRON ORE REDUCTIONS 


The Trafic World Washington Bureau 


The fight against the proposal of the eastern trunk lines 
to reduce rates on ex-lake iron ore, without at the same time 
cutting the rates on coal and coke, has been renewed by Francis 
B. James in behalf of the Buffalo and other lake front furnace 
people. 

The Alan Wood Iron & Steel Company and others pro- 
tested against the suspension of the station to station rates of 
the eastern trunk lines, saying they were interested largely in 
ores from Port Henry, N. J., which is not a point of shipment 
for ex-lake ore. 

Some of the interior blast furnace interests were expected 
io join with the lake front furnace interests because they were 
interested in coincident and corresponding reductions on fuel 
and ore aS much as the lake front furnaces. 

The interests mentioned have asked for the suspension of the 
tariffs which the trunk lines have filed to become operative April 
17. The arguments against what the protestants regard as a 
premature cut in ex-lake iron ore rates are those made against 
the continuance, after January 1, last, of the rates made effective 
in October, 1921, when the trunk lines removed the whole of 
the Ex Parte 74 increases, but limited their tariffs so they 
would expire with the close of business December 31. Just 
before those tariffs were to expire by limitation, the carriers 
proposed to extend them. The Commission, however, denied 
the applications for sixth section permission to make some of 
the tariffs effective on less than statutory notice. The tariffs 
that had been filed allowing statutory notice were then with- 
drawn so as to avoid the necessity for a suspension order to 
preserve the status. 

These protests have no relation, however, to those made 
by the same interests against the reduction of rates on iron 
ore originating in trunk line territory and destined to points in 
and outside of that territory. The protests against reduced 
rates on that kind of ore were made on the theory that if the 
rates therein proposed were allowed to become effective they 
would be used as an argument for breaking down the ex-lake 
structure. 

The specific request of the Buffalo and other lake front 
steel interests, and those interior eastern blast furnace inter- 
ests making common cause with them against the proposed 
reductions on iron ore, is that the tariffs carrying those reduc- 
tions be suspended so as to create an investigation and sus- 
pension docket case, and then consolidate the case so created 
with the formal case (Docket No. 13445), filed by the Buffalo 
interests attacking the existing ore rate structure as unrea- 
sonable and unjustly discriminatory. They made that request 
notwithstanding the suggestion made by T. C. Powell, vice presi- 
dent of the Erie, at the hearing in the general rate inquiry, that 
an analysis would show that the Buffalo interests were not 
being hurt by the changes in rates on iron ore, because they had 
advantages in distributing their products, in comparison with 
the steel plants in the interior, which have lower rates on fuel. 


In their protest and petition for suspension, the Buffalo and 
allied interests say: 


The present structure of rates on ex-lake iron ore is now the 
subject of attack in formal complaint, I. C. C. Docket 13445. Without 
the said 20 per cent reduction, the ex-lake iron ore rates are relatively 
unjustly and unreasonably low and the coal rates are unjustly and 
unreasonably high. This is set forth in the complaint. This subject 
Was fully discussed by James P. Daly, a witness, in Docket 13293, 
In the Matter of Rates, Fares and Charges of Carriers by Railroad 


Subject to the Interstate Commerce Act, and is fully set forth in the 
brief filed on behalf of the foregoing interests in said case, dated 
March 9, 1922, which brief is on file with the Interstate Commerce 


Commission, and copies of which brief are likewise attached to the 
protest and petition for the suspension of the other iron ore rates, 
dated March 13, 1922. The vice-president of the Erie Railroad testified 
In Docket 13293 that the matter of the reduction in iron ore rates, 
including the 20 per cent reduction in ex-lake iron ore rates, should 
be analyzed (investigated). These tariffs should be suspended and 
Placed on the I. and S. Docket and analyzed (investigated) by con- 
Solidating with Docket 13445. 

In view of the overwhelming testimony in No. 13293 (In the Matter 
of Rates, Fares, and Charges of Carriers by Railroad Subject to the 
Interstate Commerce Act) that rates on coal should be reduced, the 
carriers at the last moment are resorting to many ingenious devices 
to shrink their revenues on other species of traffic so as to persuade 
the Interstate Commerce Commission not to reduce the rates on coal. 

Anybody who listened to the testimony and the arguments in 
Docket 13298 would become convinced that an unanswerable case 
has been presented for a reduction of rates on coal. Coal is the one 
commodity above all other commodities which enters into practically 
every human activity. A reduction in the rates on coal will stimulate 
Practically every industry and thereby not merely increase the coal 
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tonnage, but will stimulate the production and sale of practically 
every article of commerce. In addition, a reduction of the rates on 
coal will very materially reduce the cost of fuel to the carriers and 
thereby reduce the operating costs of the carriers. 

Although the carriers in their evidence in chief did not suggest a 
reduction of iron ore rates, yet at the last minute in the offering of 
rebuttal evidence on March 1 to 4, inclusive, T. C. Powell, vice-presi- 
dent of the Erie, disclosed the fact that the carriers had had a con- 
ference on March 2 with Mr. Hardie, traffic director of the Interstate 
Commerce Commission, on the subject of reducing rates on iron ore, 
including ex-lake iron ore rates. 

The iron and steel interests having gotten wind of what was up, 
procured a copy of the minutes of the meeting of the Trunk Line 
Association held on February 24, 1922. The iron and steel interests 
at Buffalo and vicinity, on cross-examination of the vice-president of 
the Erie Railroad, put in evidence the action taken by the Trunk Line 
Association. 

An examination of the tariff files of the Commission shows that 
on March 1, 1922, the carriers filed numerous tariffs revising the rates 
on iron ore, to become effective on April 1, 1922. The vice-president 
of the Erie Railroad admitted that the effect of these tariffs would be 
to reduce the revenues of the carriers 28 per cent, and make it less 
favorable for the carriers to make reductions on coal. To take 20 
per cent off the ex-lake iron ore rates, involving 35 to 40 million tons 
per year, will likewise make it less possible to make a reduction in 
coal rates. 

The carriers admit that the proposed reduction in rates on iron 
ore is a part of a scheme to equalize assembling costs, a principle uni- 
versally condemned by the Commission. 

In view of the pending investigation I. C. C., Docket 13293 and 
I. C. C. Docket 13445 (Exhibit ‘‘D’’), and particularly in view of the 
fact that the vice-president of the Erie Railroad said that the proposed 
reduced rates should be analyzed, these tariffs reducing the ex-lake 
iron ore rates should be suspended and put on the investigation and 
suspension docket for investigation. 

Mr. Powell, vice-president of the: Erie Railroad, testified that the 
matter of the adjustment of the rates on iron ore should be analyzed, 
as follows: 

“My own thought is that the entire adjustment on the raw ma- 
terial rates should be analyged. I am advocating an analysis, to see 
whether it is necessary to make any change in the rates, to establish 
a reasonable parity. I think in a great many cases that the so-called 
natural advantage is subject also to analysis, and I think, perhaps, 
when the whole subject is gone into, it will be found that a point 
which is supposedly at a disadvantage, or supposedly at an advantage 
on its raw material, has an advantage in its distribution of finished 
product. All those matters must be taken in. That is the reason, if 
an investivation is made, as you call it—as I call it, an analysis— 
it must be on a broad scale.”’ 

It must therefore be quite apparent that these proposed reduc- 
tions in ex-lake iron ore rates are of the broadest and most far- 
reaching consequences. They may destroy some industries. They 
may neutralize the natural advantages of some industries. They 
may equalize the disadvantages of some industries. If they are allowed 
to go into effect they will, as testified to by Mr. Powell, reduce the 
revenues of the carriers and furnish an argument to the carriers to 
claim that they are disabled to make a reduction in the coal rates. 

Coal rates must come down if we are to have a return to normal 
conditions and stimulate business, and the carriers should not be per- 
mitted without a thorough investigation to make a reduction of ex- 
lake iron ore rates which may prevent a reduction of coal rates. 

Mr. Powell admitted that the subject is a broad one and that 
it should be analyzed, that is to say, investigated, and the method to 
bring about this analysis or investigation is to suspend these tariffs 
and put them on the investigation and suspension docket for hearing. 

The tariffs filed March 1, 1922, to become effective April 1, 1922, 
are merely an entering wedge for an excuse to reduce the ex-lake 
ore rates. 

This is confirmed by the action of the carriers making a reduction 
of 20 per cent in the ex-lake ore rates by tariffs filed beginning March 
14, 1922, to become effective on statutory notice. A 20 per cent reduc- 
tion in the ore rates would take off the greater part of the increase 
made under Ex Parte 74. A reduction of 20 per cent would mean 
taking off, as an illustration, of 25 cents per ton on the ore rates from 
lower Lake Erie ports to Pittsburgh. In view of the fact that it takes 
two tons of ore to make a ton of pig iron, this would amount to a 
reduction of 50 cents per ton of pig iron on the ore rates to Pitts- 
burgh. The carriers propose to do this without making any reduc- 
tion in the coal rates. 

In the production of iron and steel articles, the three principal 
materials are coal, coke and iron ore, and the carriers have singled 
out iron ore for reduction for the benefit_of the interior iron and steel 
plants, to the prejudice of the iron and steel plants at Buffalo and 
vicinity, and thereby seek to give said interior iron and steel plants 
large competitive advantages over their competitors at Buffalo and 
vicinity, and have placed an undue share of the burden of transpor- 
tation on coal and coke to the plants in Buffalo and vicinity, and by 
materially reducing the rates on said iron ore, will lessen their ability 
to reduce the rates on coal and coke to Buffalo and vicinity. 


RATES ON IRON ORE TO LAKE PORTS 


What was expected to be the final stage of the hearing on 
No. 12071, Adriatic Mining Co. et al. vs. C. & N. W. et al., and 
allied cases, involving the rates on iron ore from ranges in 
Minnesota, Wisconsin and Michigan to the upper lake ports, 
was entered into March 24, in Chicago, before Examinar How- 
ard Hosmer, when railroad witnesses presented objections to 
the rebuttal figures of the complainants. V. P. Turnburke, 
statistician for the Great Northern, objected to the use by the 
complainants of figures for the Duluth, Messabi & Northern 
as reflecting operating expenses on his line. To show, he said, 
how far these were inaccurate, he recast the cost figures of 
the complainants on the Great Northern basis, using the same 
theory of accounting adopted by complainants’ witness, G. W. 
Oliver, and cautioning the examiner repeatedly to remember 
that he was not subscribing to that theory. 


He said his result showed that Mr. Oliver’s figures for 1920 
understated the amount of operating expenses contained in the 
maintenance of way, maintenance of equipment, and transporta- 
tion accounts by $844,994.16, of which over $800,000 was in the 
maintenance of equipment account. This raised the total ex- 
pense, for hauling ore on the Great Northern, in 1920, from 
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$6,631,956.27 to $7,475,951.03, which amount spread over the 
12,495,732 tons hauled made an expense per ton of 59.83 cents 
instead of the 53.07 cents claimed by Mr. Oliver. 

Even more erroneous, he said, was the claim made by 
complainants that, due to reductions in wages and material 
costs, 1921 operating expenses were 15 per cent below the 1920 
figures. 

“Compared to the 12,500,000 tons of ore hauled by the Great 
Northern in 1920, there were only 4,298,177 hauled in 1921, and 
geological and railroad estimates show that but little above that 
amount will be hauled in 1922,” said the witness. “As a matter 
of fact, it cost considerably more to haul a ton of ore in 1921 
than in 1920. The latter year was abnormal, so far as tonnage 
was concerned, inasmuch as more ore was hauled than during 
any other season with the exception of 1913.” 

After adding capital costs and tax expense to the figures 
quoted above, Mr. Turnburke arrived at the conclusion that it 
cost the Great Northern 90.68 cents a ton to haul ore in 1920, 
and 169.99 cents in 1921, an average of 110.98 cents a ton for 
the two seasons. From which he evidently drew the conclusion 
that instead of lowering the rate the Commission might well 
raise it a little. 

The significance of a line of questions, put to V. P. Turn- 
burke, statistical witness for the Great Northern, at the March 
25 session of the ore hearing, was not made apparent until 
Jean Paul Muller, attorney for independent mining interests, 
ventured an informal explanation. After failing to make the 
witness say what he considered a reasonable rate, as opposed 
to what he said it cost to move ore over the Messabi division 
of the Great Northern, Mr. Muller turned to F. G. Dorety, 
general solicitor for the railroad, and asked: 

“If the Commission should decide, in this case, that the 
rates on all the lines carrying ore from the Messabi range to 
the Lake Superior docks should be lowered to the level of 
what we have shown to be a reasonable rate for the D. M. & N. 
and the D. & I. R., would you consider such an order confis- 
catory, in view of the fact that such a rate would be somewhere 
around 65 cents and the operating costs of the Great Northern, 
according to your witness’s figures, is 68 cents?” 

“I would consider any rate that does not pay operating 
costs confiscatory,’” answered the railroad attorney. 


Mr. Muller explained these questions and their connection 
to the case by saying that the independent shippers of iron ore 
in Minnesota were laboring under an economic disadvantage 
exactly equal to the difference between the cost of hauling ore 
on the steel corporation owned roads, plus a reasonable allow- 
ance for capital costs and taxes, on the one hand, and the cost 
of similar service plus similar capital and tax factors on the 
Great Northern. According to Mr. Turnburke’s figures, he ex- 


plained, the cost on the Great Northern was somewhere around 
$1.15. 


“The steel corporation line tonnage consists of over 80 per 
cent corporation-owned ore, whereas on the Great Northern the 
percentage of corporation ore is negligible. It is obvious, there- 
fore, that the corporation can handle its own ore profitably 
much cheaper than the Great Northern can handle the ore of 
the independents. I stand ready to accept the valuation put 
on the Messabi division by the Great Northern’s own witnesses 
as a fair purchase price, and I am ready to make an offer of 


that amount, $60,000,000 in round numbers, for that line, on 
behalf of certain clients.” 


Mr. Turnburke’s only remark in connection with Mr. Muller’s 
offer was that he was not in a position to accept any offer in 
the name of the 45,000 stockholders of the Great Northern, even 
if the offer should be five times the valuation. 

Previous to this line of questioning, Mr. Turnburke had 
expressed an opinion, in reply to questions by E. R. Ballard, 
attorney for mining interests, to the effect that operating ratios 
were not of much value in figuring the relationship of rates. 

“Unless operating conditions, such as the average length 
of haul, the average trainload, etc., are identical in both in- 
stances, operating ratios do not mean anything,” he said. He 
also objected to the methods used by complainants in assigning 
capital charges to ore traffic. 

“The capital charges brought forth by the complainants,” he 
said, “are obtained by segregating one of the lines of greatest 
traffic density, which, in our opinion, should be averaged with 
lines of less density to produce fair earnings on the system. 
The Great Northern Railway Company protests against this 


method of estimation, both as to operating costs and capital 
charges.” 


In addition to errors in the cost figures of the complainants, 
due to excessive allocation of expenses to non-ore traffic, dis- 
tortion was caused by the fact that complainants’ witnesses pro- 
ceeded on the assumption that the carriers should earn only 
proportional revenue in the ore-carrying months, said C. F. 
Balch, assistant general auditor for the Chicago & North West- 
ern, at the iron ore hearing, March 27. 

“It is unfair,” he continued, “to expect the carriers to earn 
only 58% per cent of their total annual revenue during the 
months from May to November, which is 58% per cent of the 
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year, when, as a matter of fact, the railroads of the United 
States as a whole earned 83.1 per cent of their total revenue 
in 1921 during those months. To argue that because the Chi- 
cago & North Western earns more than 7/12 of its revenue 
during the seven ore-carrying months ore rates are too high, 
is to argue that the Southern Railway, because it earns the 
greater part of its total revenue during the months in which 
cotton moves, is charging rates on cotton that are higher than 
reasonable.” 

Mr. Balch said that the only reason the ore-carrying divi- 
sions of the C. & N. W. had shown a net during the five months 
ending December 1, 1921, was because non-ore freight had pro- 
duced net revenue of $206,261.80, thus wiping out the deficit 
of $204,984.04 that resulted from the ore traffic, and leaving a 
net on all traffic of $1,277.76, which was $2,279,703.62 less than 
a return of 6 per cent on the property investment. 

“Mr. Oliver alleges a net on ore, for the C. & N. W., from 
May to November, 1921, of $4,634,310,” the witness said, “whereas 
the Commission’s figures show we had a net loss of $1,609,232, on 
all traffic for the whole year.” 

“That’s the very reason we’re here,” interjected Mr. Ballard. 

In closing his direct testimony, Mr. Balch submitted an 
exhibit on which the cost studies introduced by various witnesses 
were tabulated for comparison, and called attention to their wide 
variance. Mr. Oliver’s highest figure was 58.6 cents, Mr. Mul- 
ler’s 53.73, and Mr. Balch’s 94.7 cents. 

With the tendering of exhibit No. 230, by B. Newhouse, 
assistant comptroller of the Soo Line, March 28, the hearing on 
the combined cases involving the rates on iron ore from ranges 
in Minnesota, Wisconsin and Michigan to northern lake ports, 
came to an end. Twenty-five days of hearing and nearly 4,000 
pages of testimony was the result, in addition to the 230 exhibits 
mentioned. 

The last witness’s testimony had to do mainly with the 
valuation of the ore lines of the Soo in northern Wisconsin. 
He took exception to the $4,000,000 figure placed on that prop- 
erty by witness Oliver for complainants, pointing out that the 
23.04 per cent of the lines north of Spencer, used by complain- 
ants was improper, inasmuch as it showed only the proportion 
of main-line track devoted to ore traffic to the total main-line 
mileage in that territory. He said a more proper way to arrive 
at the percentage would have been to take the main-line, branch- 
line and spur trackage devoted to ore hauling and compare it 
with the total of those factors. That percentage would have 
been 27.73, he said. 

Having arrived at that figure, he abandoned the percentage 
theory altogether, and presented what he said was an actual 
figure for the value of the property as of June 30, 1917. This 
figure was $6,800,000, over $110,000 in excess of his own first 
estimate for the value as of December 31, 1920, and included 
only such facilities as were actually used for ore, eliminating 
freight houses, passenger stations and all equipment and im- 
provements not used for ore traffic. 


COMMISSION SUSPENDS TARIFFS 


The Trafic World Washington Bureau 


In I. & S. 1514, the Commission, March 31, suspended, for 
the statutory period, iron ore rates, both ex Jake and local, East- 
ern Trunk Line Territory. The eastern trunk line rates would 
have become operative April 1 and later dates; the ex-lake rates 
would have become effective April 17. 

In I. & S. 1512, the Commission suspended rates on iron and 
steel articles, for export, through New Orleans, filed in supposed 
compliance with I. & S. 1303. Galveston protested on the ground 
that the rates as proposed would cause a discrimination against 
that port by the destruction of a long standing relationship. 


DAYLIGHT SAVING FOR RAILROADS 


The Trafic World Washington Bureau 


An unfavorable report on the bill (S. 3187) introduced by 
Senator Cummins, providing that railroads may operate by day- 
light saving time where such time is in effect, has been made 
to the Senate interstate commerce committee by the Commis- 
sion, to which the measure was referred. It is understood the 
Commission holds that the legislation would result in confusion 
in the operation of trains. 

The bill provides that carriers shall be governed by standard 
time, “provided that during such periods as daylight saving 
time, different from such standard time, may be effective in 
any part or parts of the United States under the authority of 
state laws or municipal ordinances, any common carrier operat- 
ing in the part or parts of the United States in which such 
daylight saving time is effective, may, at its election, govern all 
or any of its movements by such daylight saving time instead 
of by such standard time.” 


LOAN TO NORFOLK SOUTHERN 


The Commission has authorized a loan of $1,000,000 to the 
Norfolk Southern for ten years to aid it in meeting maturing 
indebtedness. 
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REPAIRS IN OUTSIDE SHOPS 


The Trafic World Washington Bureau 


In a report on the repair of locomotives by contract in out- 
side shops, the Commission, by a six to five decision, says the 
cost to the Pennsylvania for repairing two hundred locomotives 
was over three million dollars in excess of the cost at which 
the work might have been done in its own shops, and that the 
repair bill included work paid for twice, in some instances. 
The Commission said the work could have been done in the 
company’s shops within a reasonable time “by an appropriate 
co-ordination of efforts and reasonable added exertion.” Potter, 
Lewis, Hall, Daniels and Campbell dissented. 

Lewis and Potter wrote strong dissents, Potter saying: 
“We have not been erected into a supreme directorate of all 
the railroads of the country and I conceive that it would be 
beyond our province and unwise to criticize those who are 
responsible even if, in the exercise of their judgment, we thought 
an error had been made.” Lewis said: “The government has de- 
cided against government management of the railroads.” He 
said the record did not give warrant for condemnation on the 
ground of dishonesty or inefficiency. 

A similar report was made on the New York Central, the 
majority saying it cost that company nearly three million more 
than necessary. 

As to the work on the Atlantic Coast Line although based 


on excessive costs, repair in outside shops was not unwar- 
ranted, it held. 


LABOR BOARD APPOINTMENTS 


The Trafic World Washington Bureau 


It was said at the White House, March 30, when inquiry 
was made as to the names of those nominated by the various 
groups of railroad employes and the railroads for appointment 
on the Railroad Labor Board to fill the vacancies which occur 
in April, that the names of the nominees would not be made 
public. The President, in view of the resignation of Albert 
Phillips, one of the three labor members of the board, will 
nominate -two members for the labor group from nominations 
made by railroad labor, one member from the railroad company 
nominations, and one member for the public group, which the 
President selects without suggestion, as in the cases of the mem- 
bers of the labor and management groups. The nominations 
will be sent to the Senate shortly. 


Albert Phillips, a member of the labor group of the United 
States Railroad Labor Board, has forwarded his resignation to 
President Harding, effective April 15, according to a letter re- 
ceived by the board’s secretary. Mr. Phillips has been in ill 
health and has been absent from Chicago since the first of the 
year. Prior to receiving his appointment to the board from 
former President Wilson, Mr. Phillips was vice-president of the 
Brotherhood of Locomotive Firemen and Enginemen. During 
the period of federal control he served on railroad board of 
adjustment No. 1. 

The resignation of ‘Mr. Phillips makes a total of four board 
members to be appointed by the President before the middle 
of April. Members whose terms expire are G. W. W. Hanger, 
public group; A. O. Wharton, labor group; and J. H. Elliott, 
railroad group. 


RAILWAY WAGE HEARING 


At the opening of the March 27 session of the wage hear- 
ing, before the Labor Board, Chairman Barton announced that 
the board had decided, in executive session, not to consider the 
contentions of the labor leaders that the board had no jurisdic- 
tion over the present disputes, because conferences in compli- 
ance with the transportation act had not been held, until all 
the evidence had been put in and the case ready to decide on 
its merits. Labor leaders and railway representatives alike had 
expected a definite answer on the question before proceeding. 
The fact that the board would not be inclined to waste several 
more weeks hearing cases over which it was convinced it had 
no jurisdiction, gave rise to the thought, however, that it did 
not see much merit in the contention of the shop craft heads. 
B. M. Jewell. president of the railway employes’ department of 
the A. F. of L., urged the chairman to put into the record the 
reasons for refusing an immediate decision on the question, and 
pressed his point vigorously until brought to a halt by Mr. 
Barton’s remark that he, Jewell, did not, at least, “have juris- 
diction over the board.” 

The question of adequacy of conferences out of the way, for 
the present at least, the shop crafts were ordered to proceed 
with the presentation of their side of the wage case. Mr. Jewell 
replied with a statement in which everything, from the law of 
Supply and demand to the attitude of the newspapers toward 
the labor side of the railroad wage controversy, was criticized. 
Arguments as to the cost of living were, according to Mr. Jewell, 
irrelevant and the financial ability of the railroads to pay could 
Only be judged when the profits made in the steel, coal and 
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other industries were summed up. In part, the statement was 
as follows: 


We have come here to challenge the justice of the wage rates of 
all productive labor, to challenge the very principle upon which the 
railroads propose that rates of pay be adjusted. We propose to show 
how the entire purpose for which industry is operated can and must 
be changed. . — 

The arguments as to alleged changes in the cost of living and 
the wages at which labor is being obtained in other industries, which 
were presented to the board by railway executives, are irrelevant. | 

The so-called law of supply and demand will never afford a living 
wage in a system organized according to modern business principles. 
The existing wage scale is insufficient to enable the adult male wage 
earner to maintain an ascertainable minimum of decent living. 

An investigation conducted by economists in the employ of the 
shop crafts proves that low standards of living are due largely to an 
unfair division of the country’s products. The railroads are saying 
to their employes, we cannot afford to pay a living wage, while we 
say that the railroad industry must pay at least that. This issue is 
not confined to railroad workers. The country must pay all productive 
workers a living wage. 

To talk about the railroad industry paying its way is an unwar- 
ranted distinction between the transportation system and the whole 
industry of the country. Surely the whole industry of the country 
must pay its way if the country is not to go bankrupt. But to argue 
that each separate industry, run without co-ordination to the whole, 
must pay its way is as contrary to the facts as to argue that a given 
railroad siding or spur track must pay its way independently. 

If an industry can afford only a starvation wage it stands self- 
condemned. But our study has convinced us that, taken as a whole, 
industry can pay a living wage, and we are going to outline for the 
board the basis of this conclusion. But aside from statistical matter 
which we will offer, our own eyes viewing the blatant expenditures 
of the rich and well to do during the worst periods of depression and 
unemployment, tell us that interest and profits go on. 

Dividends are guaranteed during periods of depression that is out 
of the large surplus profits which are stored during the immensely 
prosperous years. 

For instance the profit making part of the railroad industry, in- 
cluding steel corporations, equipment and other supply companies, 
piled up surpluses during the years 1916 to 1920 as follows: Steel 
$825,958,160, coal and coke $139,075,444, equipment $139,791,071, other 
supply $182,782,372 or a total of $1,287,607,047. 

These enormous funds are guaranteeing profit payment while the 
concerns operate to a very small proportion of capacity—in some 
instances less than 30 per cent. We wonder why the surplus have 
all costs, wages and normal profits should guarantee profits any more 
than steady employment at a living wage during times like the pres- 
ent. In fact, careful analysis of the situation leads us to believe 
that such guarantee of steady earning power to the wage earner, even 
at the expense of immediate profits, would go far toward eliminating 
these recurrent periods of depression. 

Yet, although much pity is voiced for the suffering and starved 
due to unemployment, no voice is raised to suggest that the swollen 
profits of the past five years be paid back into the industry to save 
the employes from the terrors of such a period. 

This establishes our general point of view toward the present and 
all future wage cases. We feel that mere adjustment of wage rates 
to minute variations in the cost of living would be a purely statistical 
problem for the board’s force, requiring no hearing or elaborate prep- 
aration on either side. If the board should interpret its function to 
be merely to determine the level of wage rates established in the 
outside labor market, it would thereby become a mere gauge and so 
defeat the purpose for which it was established. 


Railroad workers were unable to buy enough food to keep 
themselves and their families in health last year, said B. M. 
Jewell, before the Labor Board, March 28, and their wages 
ought, therefore, to be raised instead of lowered, as proposed 
by the railroad managements. A living wage for the men who 
work for them is as much a part of the fixed charges of the 
railroads as taxes and capital costs, he insisted, and if the roads 
are unable to pay that sort of a wage they are bankrupt. 


Mr. Jewell said that the figures which he presented had 
been prepared by Prof. M. E. Jaffa, food specialist for the Uni- 
versity of California, and were compilations and deductions 
made from 254 itemized household expense accounts scattered 
throughout the country. He denied that these were selected to 
make the best showing for the workers and insisted that they 
were typical. According to these figures, the average annual 
income of the railroad worker’s family was $1,935.50, of which 
$140 came from other than railroad sources. The average ex- 


penditure for the year was $1,989.64, or $200 in excess of the 
railroad income. 


At the prices prevailing in 1921 the compilation showed that 
railroad mechanics were able to purchase only 61 per cent of 
the meat necessary to keep their families, 77 per cent of the 
cereals, 91 per cent of the vegetables and 71 per cent of the 
butter fats and oils. Mr. Jewell continued: 


Wages are the lifeblood of the nation and reduction of wages 
means reduction of nourishment to the bodies of the citizens. The 
railroad industry does not today pay a living wage to the mechanics 
employed in its shops. We have measured the average monthly 
earnings of the men in the railroad shops by every possible standard 
and in every instance they have been found wanting. 


The result of the deficit in the family menu, such as we_ have 
described, in terms of the general physique of the country, and also 
in terms of the efficient operation of the railroads, is sufficiently 
obvious. If an industry cannot meet its first fixed charge, the payment 
of a healthy livelihood to its employes, it is indeed bankrupt. 

Deflation of the wages of railway workers is impossible, ac- 
cording to B. M. Jewell, who continued his testimony before the 
Labor Board, March 29, because railway wages never were in- 
flated. His idea was that the return of prosperity would be posi- 
tively accelerated by increasing the wages of the workers as 
requested by the shop crafts, so enabling them to purchase more 
goods and stimulate production. Had all industry been under 
the control of the government at the beginning of the inflation 
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period, he said, the present depression would not have occurred. 
He said: 


The increase in prices is slow, extending over several years.” But 
the men who profit largely in the ascent and stand to lose during 
the period of decline, have control of the situation and can plunge 
the country into deflation so suddenly and abruptly that the possible 
gains of the corner storekeeper and the wage earner are entirely 
swallowed up because unemployment and part time reduce the pur- 
chasing power. Meanwhile the financial interests who alone profit by 
the inflation and deflation tell the wage earner that the corner re- 
tailer is at fault for not reducing prices and tell the great body of 
storekeepers and professional people that the wage earner is responsi- 
ble for not accepting lower wages gracefully. 

If all industries had been controlled as_ soon as the beginning of 
inflation became apparent, the dislocation due to skyrocketing prices 
and high costs might have been avoided. And there was no injustice 
in fuel control. Coal operators were not denied generous profits and 
wage rates in the coal industry were as good as in other industries. 
It follows that in abnormal times, at least, all industries might be 
operated in terms of the best interests of the community. 

If the stupid outburst of inflation of 1920 might have been pre- 
vented, then the men in control are guilty of criminal negligence 
and incompetence, for such control would have avoided more than half 
of the sudden plunge into unemployment which followed 1920. 


The burden of defending the railroad shop laborers at the 
wage hearing before the Labor Board, in Chicago, was taken up, 
March 30, by Frank J. Warne, railroad economist, of Washing- 
ton. Mr. Warne directed his first attack against the exhibits put 
in by the railroads purporting to show that wages in outside in- 
dustries were lower than those paid for similar work by the 
railroads. He said these comparisons were “absolutely worth- 
less,” because the wages in the industries cited were largely 


controlled by the same interests that controlled the railroads. 
He said: 


One of the seven points, consideration of which is required by the 
transportation act, in order to determine a just and reasonable wage, 
is: “The scale of wages paid for similar kinds of work in outside 
industries.’’ It should be noted that this board has never defined 
the phrase, ‘‘other industries,’’ neither has any court done so, so far 
as I can learn. The carriers, in presenting their case here, and at 
other times and places, have seen fit to transpose this phrase into 
“outside industries,’’ by which they mean any industry whatsoever 
other than the railroad industry, regardless of whether such industry 
4 controlled by the railroads or is influenced directly or indirectly by 

em. 

The fact of the matter is that there is scarcely a major industry 
in the country that is not owned or influenced in part by the railroads 
or by the same holding companies that control the railroads. A good 
example is the anthracite coal industry. It is a well known fact that 
most of the anthracite mines in Pennsylvania are owned by railroad 
companies or railroad holding companies, and when one considers the 
railroads and the coal industries as one it means that all other in- 
dustry in that part of the country is more or less in the control of 
the railroads. Over 80 per cent of the output of anthracite in this 
country and over 95 per cent of the undeveloped beds are owned by 
interests that control railroads. The same group of: interests that is 
here seeking to reduce railroad wages is forcing the miners of the 
country to leave their work tomorrow night. 

A similar situation exists in the soft coal industry. West Vir- 
ginia, as a coal producing state, is dominated by the Pennsyl- 
vania, the Baltimore & Ohio, the Norfolk & Western and the Vir- 
ginian. However, there is no need in trying to put in all the avail- 
able evidence as to the interdependence of the railroad interests and 
the interests in other lines of industry. It would be too voluminous. 
The facts are so apparent as to preclude much urging. The Erie at 
one time owned an opera-house; the New Haven once owned—and for 
all I know still owns—a newspaper. During an investigation of the 
latter road by the Interstate Commerce Commission, just before the 
war, it developed that $204,000,000 out of the road’s capital investment 
of $304,000,000 was working in outside industries such as oil, water, 
coal, steel and iron, trolley lines, steamship lines and telephone and 
telegraph companies. 


Hardly a large road in the country is not represented by a mutual 
director in the steel industry. When one considers that fact, the 
argument made by one of the railroad witnesses in this case, that the 
steel plants at Gary and Chicago had reduced wages and that therefore 
the western roads ought also to reduce them, loses force. 

We contend that the interests controlling the railroads and the 
other industries enumerated have deliberately forced down the level of 
wages in those industries, and that now they are here seeking to 
reduce the wages of the only class of workers whose wages they do 
not control, on the strength of the reductions made elsewhere. 


Mr. Warne read into the record a lengthy list of industries in 
which the directors of the Pennsylvania, the Southern and the Great 
Northern, Northern Pacific and Burlington were interested. He said 
these three systems were typical of conditions in the east, south and 
west, and that they were no better nor worse in this regard than 


other lines. 

There is no reason, economic or practical, for linking a 
reduction in wages with a reduction in freight rates, said Mr. 
Warne to the Labor Board, March 31. The Interstate Commerce 
Commission, he said, had so held in the rate advance cases of 
1910 and 1914, when it said that the carriers’ attempts to prove 


‘the necessity of higher rates because of increases in wages 


were not deciding factors in arriving at a decision. The thing 
with which rates should be coupled is management, Mr. Warne 
continued, and if there exists an absolute necessity to reduce 
rates at present, the decrease in revenue should be made up, 
so far as it will be necessary to make it up, by efficiency and 
economy resulting from “scientific management.” He said: 


The real problem before the board is the organized efforts of the 
railroads to relate rates of wages to rates of transportation by prom- 
ising a reduction in the latter on the basis of a reduction in the 
former. This is the fundamental basis or underlying economic founda- 
tion upon which rests the present efforts of the railroads to reduce 
wages. There is no economic law which justifies or warrants any 
such relation being established between the transportation rate and 
the wage rate. In fact, there is not necessarily any relation whatever 
between the two. 


Vol. XXIX, No. 13 


ot) 


RECAPTURE OF EARNINGS 


The Trafic World Washington Burean 


That the validity of the provisions of section 15a of the in- 
terstate commerce act, with respect to recapture by the Inter- 
state Commerce Commission of one-half of net railway earnings 
in excess of 6 per cent on the value of the property of the indi- 
vidual carrier devoted to the public service will be tested in the 
courts appeared certain this week because of the attitude of cer- 
tain railroads with reference to the Commission’s order requiring 
reports by April 1 of net earnings or deficits for the last four 
months of 1920. 

Officials of the Commission declined to make public the 
name of any particular carrier, but it was said that one carrier 
which earned in excess of 6 per cent had informed the Com- 
mission that the excess earnings provisions were unconstitu- 
tional and that it would not pay the Commission one-half of 
what it earned in excess of 6 per cent. If it maintains that 
position the Commission will bring court proceedings to recover 
one-half of the excess, it was said. 

The railroads have not been speedy or prompt in complying 
with the order requiring reports by April 1 on the last four 
months of 1920. This order was served on 2,000 railroad companies 
and on March 30 only 108 had reported to the Commission. A 
few railroads, the most prominent of which was the Union Pa- 
cific, asked for extension of time in which to file their reports. 
The Union Pacific obtained an extension of time to May 15. 

Out of the 108 roads which filed reports by March 30, only 
two or three reported a net income in excess of 6 per cent, offi- 
cails said. They declined to give the names of these roads, say- 
ing a list would be made public after the reports had been 
checked. Under the order the roads reporting net earnings in 
excess of 6 per cent are expected to send in a check for the 
amount payable to the government. Secretary McGinty said 
March 30 he had received no checks. 

The delay of the roads in complying with the order was 
attributed in part to the fact that they had to submit reports 
on the guaranty and also to the fact that they have been busy 
preparing their annual reports. 

Another reason assigned for the delay was that a number 
of the roads wish to reach a decision as to whether or not they 
will comply with the law. Several roads in reporting stated that 
they did not believe the part of the law in question was con- 
stitutional, but that they would not raise that issue at this time 
because they had not earned in excess of 6 per cent. 


The order issued by the Commission relative to recapture 
of excess earnings under section 15a of the transportation act, 
the material part of which was published in The Traffic World, 
March 25, p. 638, referred exclusively to earnings in 1921 on 
which reports must be made May 1. This is the first order 
that has been issued by the Commission with regard to the 
year 1921 and it was incorrectly stated that the time for mak- 
ing the reports had been extended to May 1 as the date for 
those reports had not theretofore been fixed. The previous 
order of the Commission related to excess earnings for the last 
four months of 1920. As first issued, it provided that reports 
as to that period should be made February 1. This was later 
extended to April 1, but there has been no further extension of 


that date and reports as to the four months’ period must be in 
by April 1. 





NEW RULES FOR STATIONARY ENGINEERS 


Stationary steam and operating engineers, who have not 
reached other agreements with the railroads for which they 
work, will be required to work ten hours a day before receiving 
more than the regular hourly rate for overtime, according to 
rules promulgated for that class of employes by the Labor Board, 
March 27. The so-called “split trick” is also recognized in the 
new rules, eight hours’ work within twelve consecutive hours 
of time being designated as a day. Only a few roads are in- 
volved, but more are expected to be added from time to time. 


POWER BRAKE INVESTIGATION 


By an order entered in No. 13528, investigation of power 
brakes and appliances for operating power brake systems, the 
Commission has postponed from April 1 to May 1 the date for 
requiring the carriers named in the original order to furnish 
certain information in regard to power brakes and appliances 
used in connection therewith. The time was extended because of 
inability of the carriers to get the data required ready by April 
1. The matter was set for hearing April 6 but that has been 
postponed until May 17. 


AUTOMATIC TRAIN CONTROL HEARINGS 


The Commission will resume hearings on automatic trail 
control April 12 when representatives of the proponents of varl- 
ous automatic train control devices will be heard. The first 
part of the hearing was concluded March 24 after a large num: 
ber of witnesses for railroad companies had been heard. 
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LABOR BOARD AND NATIONAL 
PROSPERITY 


(Communication from Railway Business Association to U. S. Railroad 
Labor Board) 


The Railway Labor Board is requested to consider in shap- 
ing its general course certain aspects of the railway problem. In 
what we recommend we speak for the group of industries selling 
goods or services to the railways. 

We believe our recommendations to be in the public interest. 
Prosperity in the railway supply business sustains general pros- 
perity in two ways: First, our activity prepares the roads to 
handle heavy traffic when it comes. Second, agricultural recov- 
ery in the present instance depends upon restoration of domestic 
markets for farm products through resumption of industrial em- 
ployment and reinstatement of payroll—a stage never reached 
following a depression until the railways are again making large- 
scale purchases. Our industries enlise millions of capital, a 
large body of inventive genius, a great force for executive man- 
agers, and employes estimated to equal those employed by the 
railways, or more than 2,000,000. 


Contact of Board with Commission 


Our recommendation is stated in general terms in a resolu- 
tion adopted at our annual meeting Feb. 1, 1922, as follows: 


The Interstate Commerce Commission has said: ‘‘While the law 
makes no provision for co-ordination between the Labor Board and the 
Commission, the desirability of contact between the two bodies is 
appreciated. Since the creation of the Labor Board informal con- 
ierences have been held from time to time, and will without doubt be 
continued in the future. We have been particularly solicitous to pro- 
cure and have at hand such statistical information as may aid the 
Labor Board in its work.” We urge initiation and maintenance of such 
contact between the Labor Board and the Commission as will assure 
a relation of labor cost to net railway income fair alike to the em- 
ployes, the railways, the shippers and the public. 


The considerations to which we invite your attention are 
these: 


Deflation of Labor Cost 


1. Deflation of labor cost is essential (a) in the disputes 
now being heard, the economies from which are to be reflected 
in rate reductions; (b) in the future, immediate and remote, to 
facilitate rate adjustments by the Interstate Commerce Commis- 
sion whether for correction of unsound traffic situations or for 
accommodation of railway income to the national need of addi- 
tions and betterments. 


(a) The Current Hearings.—Those disputes upon which 
hearings were begun March 6 are a closed docket. The day will 
come when all these cases will have been adjudicated and their 
consideration cease. The railway managers are collectively 
pledged to devote the entire saving in labor cost realized from 
these particular disputes to rate reductions, except in so far as 
reductions from the level established ‘in 1920 shall have been 
made effective in the meantime. 

Both as to compensation of labor and as to rates and fares 
the immediate requirement is deflation to something approach- 
ing normal, or at least something containing the promise of 
stability. Railway labor cost should be reduced to a level in line 
with what now prevails in other industries in the same area for 
equivalent service. Witnesses have been called whose testimony 
is declared to prove that railway labor cost is relatively high and 
to indicate in figures the extent of the disparity. For its effect 
both in laying the foundations for industrial and agricultural 
recovery and in maintenance of stable conditions hereafter we 
earnestly urge upon you that you give such testimony the fullest 
and most sympathetic consideration, and that your finding of 
fact and your action predicated thereon be made unmistakably 
in accord with the conception that the public interest and the 
national prosperity are paramount. 


(b) The Immediate and Remote Future.—As this communi- 
cation is written the Interstate Commerce Commission has com- 
Pleted hearings in an inquiry to determine its program. On 
March 1 authority under the terms of the Act passed to the Com- 
mission to determine what rate of return on the value of the 
Property it will aim at in its regulation of rates designed to pro- 
duce adequacy of revenue, of income, of credit, of additions and 
betterments. 

It is said on the one hand rates are too high and it is 
asked “too high for what?” On the other hand, it is said that 
the country is headed for a transportation famine in the next 
Period of prosperity. If what is meant by too high rates is rates 
too high to produce the maximum revenue from traffic ready to 
Move, the truth of this remains to be tested by an experience ex- 
tending over periods of prosperity and adversity. Where so 
Many larger factors in business depression are operative it can- 
hot be said that any given rate schedule has been tested until 
the major factors affecting agriculture and business are cor- 
rected. The Interstate Commerce Commission must make a 
business guess and as the years pass revise it by the light of the 
facts. If what is meant, however, is that any revenue or any net 
income received by the railroads in the aggregate for any recent 
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stretch of years, including wide tonnage fluctuation, is too high 
for credit needs, the rebuttal is to be found in the credit failure, 
the stoppage of capital intake, the cessation of enlargement of 
road and rolling stock. 


Stability of Rates 


2. Fluctuation of the rate level in response to the rise and 
fall of traffic volume would be intolerable. 

To make these systems reasonably efficient no income such 
as our roads have averaged in recent years is high enough. How 
much of the required increase in income must come from rates, 
how much can be yielded by economies, experience will tell. The 
Commission must make the shrewdest forecast it can. It may 
be true—we believe it is and that the Commission will so de-. 
clare—that production of every kind must in the future undergo 
some degree of de-centralization. Each user of transportation 
will have to be considered and his case perhaps experimented 
with by the Commission. That body will constantly bear in 
mind inflicting the minimum of loss and hardship upon each 
group of those affected through changes in competitive relation. 
Yet some degree of affliction is inevitable. All the more vital is 
it, therefore, to general confidence and prosperity that rate re- 
vision designed to produce larger income shall be gradual and 
not involve the whole fabric as it did, doubtless unavoidably, dur- 
ing federal control. A stable rate structure, if in the long run it 
provides satisfactory facilities, is the great need of shippers, car- 
riers and all others concerned. 

All rate adjustments contemplated by the Commission can 
be intelligently projected only if there is an accommodation of 
labor cost to whatever revenue situation the Commission com- 
putes that the traffic can bear. 


Labor Board Must Cooperate 


3. Until labor cost relatively to other factors is complete 
it will be not the Commission which must cooperate with the 
Labor Board but the Labor Board which must cooperate with 
the Commission. 

Since the law gives the Commission no authority to require 
such cooperation the Labor Board is the more under responsi- 
bility to volunteer its aid. What the Labor Board is urged to 
regard as its responsibility is the fullest aid in accomplishing 
the purpose of the law. 

Congress in the Transportation Act of 1920 declared the 
policy of the government in respect of railways. Several aspects 
were dealt with. To determine what the policy is it is necessary 
to take these several provisions together as one piece of legisla- 
tion. Our correct interpretation will be one which harmonizes 
these. Hence each provision can be intelligently and responsibly 
considered only in the light of the others. Applying that method, 
some of the purposes of the Act may be summarized as follows: 


1. The function of transportation is delegated to individual invest- 
ment and individual management, the government abstaining from 
participation. 

The public is provided through federal regulation and federal 
control over state regulation with protection in the enjoyment of just, 
reasonable and non-discriminatory rates and practices. 

The public is assured that in regulating rates and practices 
the federal authorities will refrain from imposing such restrictions 
as by impairing net income, and hence credit, would disable the car- 
riers from providing adequate additions and betterments. 

The public is assured that in regulating rates and practices the 
federal govarnment will require of the railways, and itself observe, 
due economy and efficiency as affecting operating costs. 


The public is assured of protection against interruption of rail- 
way service through strikes. 


Railway employes are assured of fair and impartial adjudica- 


tion of disputes with their managers over compensation and conditions 
of employment. 


A Supposed Contingency 

In the course of time a situation may develop where com- 
pensation of railway employes is low in relation to that of labor 
in the same region doing similar work and in relation to the 
rates and fares charged for transportation to the public. In 
limiting the authority of the Interstate Commerce Commission 
to permit adequate rates and fares the statute imposes the con- 
dition that railway management shall be economical. Given such 
a situation as we have supposed it would become the duty of the 
Commission to adjudge an increase in railway labor compensa- 
tion not uneconomical in the statutory sense, and if in their judg- 
ment the traffic would bear it, to order an increase in transporta- 
tion charges to meet the cost of the adjustment. 


The Opposite Condition 


At other times the situation may be reversed. The Commis- 
sion may find net railway income insufficient to attract capital 
requisite for adequate additions and betterments. It may hold 
the opinion that the essential increase in net income cannot be 
sought in a higher level of transportation rates, or even that 
lower rates are immediately necessary. It would then inquire 
into the possibility of savings. In the largest item of operating 
expense, the compensation to labor, it might find a lack of 
economy either in the rates of pay or in the conditions of em- 
ployment or in the efficiency of labor, and announce that it 
would not feel legally justified in applying remedies within its 
scope until deflation of railway labor cost. 

In other words, it would be too broad a statement to say 
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either that labor cost must always be accommodated to a level 
of rates and fares predetermined to be just and reasonable, or 
that rates and fares must always be accommodated to a level of 
labor cost predetermined to conform to the definition of pro- 
priety set forth in the Act. One factor may be out of line at 
one time, the second at another time. Adjustment is a matter 
of honest judgment and common sense. 


Latitude for Managers 


4. Management should be left to the managers. 

We believe sentiment is growing for a change in the strike 
prevention provisions of the Transportation Act. Various meth- 
ods are specified by the several proponents. Most of these ap- 
pear to agree on one point. They think the advantages of dele- 
gating the transportation function to individual investors and 
managers chosen by them can be preserved only by restoring in- 
tegrity of control over personnel by the officers held responsible 
for results. They find nothing in the Act clothing the Labor 
Board with the duty or the authority to create and maintain gen- 
eral conditions as to labor cost designed to discourage strikes. 
They assert that the title under which the labor provisions were 
enacted as well as the text of the sections throughout clearly in- 
dicates the purpose of Congress to have been the prevention of 
specific imminent disputes by arbitral decisions. 

The Interstate Commerce Commission has entrenched itself 
in public confidence. Many attribute this largely to the stead- 
fastness of that body in insisting that the railway managers re- 
tain the largest possible degree of initative, autonomy and re- 
sponsibility. The Labor Board is threatened with abolition. We 
can conceive no course which it could now adopt which would 
more strongly tend to perpetuate its existence than to assume 
and maintain the position that railway managers should carry 
responsibility and with it control in management of their forces. 
Public opinion has said that service shall not be interrupted by 
strikes. Through Congress public opinion has registered the 
pledge that in place of strikes the employes shall have recourse 
to an umpire. 

One of the most promising opportunities of the Labor Board 
is to lead public opinion in the discouragement of appeals to the 
Board with trivial or uneconomic contentions and in the demand 
that the managers and the employes cooperate in good faith to 
settle their own disputes. 


FORD ROAD SHOWS DEFICIT 
The Trafic World Washington Bureau 


The long delayed report of Henry Ford’s Detroit, Toledo 
& Ironton on December earnings, as well as for 1921, reached 
the Commission March 30. It showed a deficit of $341,240 for 
December, as against a deficit of $226,246 in December, 1920, 
which was before the Ford methods were applied to the opera- 
tion of the property. For the year, the report showed a net 
railway operating income of $43,322, as against a deficit of 
$1,529,306 in 1920. The showing of the Ford road in December 
was by far the worst of any month since March, 1921, when the 
new Management took charge. In April there was a net in 
excess of $200,000, but there was a progressive decline from 
then on until November, when a net of approximately $5,000 
was reported. 

Revenues in December totaled $337,380, as against $508,666 
in 1920, a decline of $171,286. Expenses declined from $683,736 
to $553,977 in December, 1921. 

Revenues in 1921 totaled $6,453,669, as against $5,220,605 
in 1920, and expenses totaled $5,406,761, as against $6,317,189 
in 1920. 


FREIGHT RATES VS. BUSINESS 


The answer to the often asked question, “What is a rea- 
sonable rate?” is not so simple as the man who knows nothing 
about rate-making is apt to believe, said F. L. Speiden, agent 
of the Louisville Tariff Bureau, in a speech before the Trans- 
portation Club of Louisville, March 21. A blanket answer can- 
not be given to the question, he said, because it is purely one 
of relationship. Unless the facts about the particular traffic to 
which the rate applies are known—such as its weight per 
unit of space required, the equipment used, the commercial 
value, the regularity and volume of movement, and many other 
factors—not even an approximate answer can be given. 

Another mistake often made by the uninitiated, he said, 
was to believe that the business depression was caused by high 
rates simply because the two were coincident. Touching on 
this subject, he said 


It is always difficult to discover the cause from the effect in com- 
plex economic or psychological developments. Many _ people argue 
that because tonnage decreased simultaneously with the increase in 
freight rates about eighteen months ago, therefore, the increase in 
vates caused the decrease in tonnage. We have short memories. Two 
vears before this a blanket increase of 25 per cent was made, and 
tonnage increased so much that in the spring of 1921 we had freight 
blockades from the Mississippi to the Atlantic, and we had inflation 
of prices, of business, of bank clearings, speculation, and inflation 
of inflation. Then, what happened? The freight rate was dethroned 
as the czar of business and we reckoned with another rate, a more 





Vol. XXIX, No. 13 





powerful rate in the realm of trade than any ever made by a traffic 
manager or railroad president. It was th i . 
Federal Reserve a J e rediscount rate of the 

ailroads are looking up. Not only because they have been fla 
on their backs so long they can’t look any other i but Simones 
they ve always had the looking up habit. They have always tried to 
be optimists, or at least pesso-optimists. A pesso-optimist is a man 
that always hopes for the best and expects the worst. 

I could not close without some mention of the more recent rate 
theories of the Interstate Commerce Commission, theories that have 
been highly emphasized within the past six or eight years. Among 
these might be mentioned the matter of the cost of service, not only 
line-haul costs but terminal costs, costs of transits and other special 
services, single line vs. two-line costs, and carload vs. less-carload 
costs. The Commission, though giving greater consideration to the 
matter of distance, having prescribed a number of basic mileage 
scales, has not entirely ignored water competition, market competi- 


tion or competition with carriers not withi jurisdicti 
Ser : within the jurisdicti . 
Ccmmission. Jurisdiction of the 


FEBRUARY RAILWAY REVENUE 


The Trafic World Washington Bureau 


; Based on reports from 137 out of 200 Class 1 roads a rough 
estimate indicates that the railroads may show a net operating 
income of four per cent in February. The 137 roads had a net 
of $37,647,045 as against a deficit of $10,364,770 in February, 1921. 

The preliminary report of the Bureau of Railway Economics 
on revenues and expenses for February follows: 


Per cent of 


: : incre 1922 
District 1922 1921 om 


yr . 9 
Total Operating Revenues: ee 
— nec (inel. Poca- 

MINTS «ar bcareieca:\isharaoletialelcreraiat 194,075,195 186,532,445 : 
Southern District (excl. —- eeptoininntian - 
OB(AS) 260s ccccccesccevescs 45,860,831 47,051,343 *2.5 
Western District ............ 71,212,378 76,860,847 *7.3 
i Ch eo ee 311,148,404 310,444,635 0.2 


Total Operating Expenses: 
Eastern District (incl. Poca- 


eae eee 154,486,248 183,108,393 *15.6 


Southern District (excl. Poca- 
OHERS) 6 ocesccccccesesvecne 36,186,307 43,844,885 *17.4 
Western District. 2... .<0cs0c. 61,837,136 74,334,951 *16.8 


poe ae ee 252,509,691 
Net Railway Operating Income: 
Eastern District (incl. Poca- 


301,288,229 *16.2 


eee ee 27,820,537 7,308,05 
Southern District (excl. Poca- i ie ~— 
ROREGS)  occciecccsccccccces.s 6,572,151 541,180 
hy Mr ata Pee et ae 3,254,357 ¥ 3,597,894 
nite er reer 37,647,045 10,364, 
*Decrease. 7Deficit. , — 
. Average 
Number of roads mileage 
ae represented represented 
ERIN IMUM a hie cicedslnsicsioccyutexaus 72 60,445.94 
Southern District ...............---. ica. 30,124.01 
Wee TUNE 88... ccc ceccecescs 43 68,733.93 
gnc RNIN Hie maeesaheuie i 137 159,303.88 


DECREASE IN TONNAGE 


A comparative statement giving the total tonnage originated 
and carried in 1921 and 1920, issued this week by the Commis- 
sion, shows that number of tons originated decreased 25.10 per 
cent in 1921 as compared with 1920 and that total tons carried 
decreased 25.15 per cent. 

_ Products of agriculture was the only class of commodities 
which showed an increase in 1921 over 1920, the percentage of 
increase for the number of tons originated being 2.87 per cent, 
and for total tons carried, 1.21 per cent. 

The comparison, by general classes of commodities, follows: 


Number of Tons Originated 
Per Cent of 
. Decrease 
Year Ended Year Ended 1921 from 


Classes of Commodities Dec. 31, 1920 Dec. 31, 1921 1920 


Products of agriculture ........... 110,839,554 114,016,652 * 2.87 
Animals and products ............ 26,594,856 24,273,370 8.73 
PYOGUCtE GF WINES 2... ic ccsccccccs 712,154,458 510,860,112 28.27 
Preducts Gf forests .........scsecess 100,765,537 76,922,790 23.66 
Manufactures and miscellaneous... 251,864,290 172,176,614 31.64 


Merchandise—all L. C. L. traffic.. 53,202,296 42,079,815 20.91 














NE Sivodicicetwcsnmedaecsauasewwa 1,255,420,991 940,329,353 25.10 
' Total Tons Carried 
Products of agriculture ........... 220,049,724 222,722,672 * 1,21 
Animals and products ............ 44,853,503 41,794,508 6.82 
PVOGUGCS Of MINES .....csccccccecees 1,209,097,673 878,645,798 27.33 
Pr@Gucte Gf fOTGGtS ioocccccesicccuse 195,579,878 148,138,456 24.26 
Manufactures and miscellaneous.. 494,556,078 333,150,182 32.64 
Merchandise—all L. C. L. Traffic... 89,901,495 67,165,435 25.29 
EE Ailsa t uwenieataeieled (1) 2,259,983,278 1,691,617,051 25.15 





*Increase 


(1) Includes 5,944,927 tons for which distribution by classes of com- 
modities was not furnished. 


The Commission said the totals for 1921 would not agree 
with the corresponding totals of the four quarters already pub- 
lished, mainly for the reason that for the first quarter the report 
of the New York Central did not include the tonnage transported 
over the Boston & Albany and also on account of corrections in 
the first three quarterly reports of the New York, New Haven & 
Hartford resulting from the transfer from “Tonnage originated” 
to “Tonnage received from connecting carriers” of certain ship- 


ments of cotton, anthracite coal, and bituminous coal received - 
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HEARINGS ON SECTION 28 


The Trafic World Washington Bureau 


Hearings on section 28, of the merchant marine act, will be 
held before Commissioners Thompson, Benson and Chamberlain, 
of the Shipping Board, at port cities of the Atlantic, Gulf and Pa- 
cific coasts and at interior and Great Lakes cities. The first hear- 
ing will be held at Boston. A definite schedule of the dates and 
places will be announced shortly, Commissioner Thompson said. 
He said he wished it made plain that the only question before 
the board was as to whether there were adequate shipping fa- 
cilities under the American flag to permit enforcement of the 
section. He said there would be no disposition to shut out 
testimony relating to other aspects of the situation if commer- 
cial interests or shippers desired to submit such testimony. 
In other words, a showing as to the effect of the application 
of the section on one port as related to another port or as to 
rate relationships, it is understood, will not be considered, al- 
though it may be received. The board takes the position that 
the section is the law and must be applied if shipping facilities 
are adequate, and that Congress alone can change the section. 


SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


Postponement from March 28 to April 4 of the beginning 
of the hearings on the proposed ship subsidy legislation before 
the joint committee of the Senate commerce committee and of 
the House committee on merchant marine and fisheries was 
necessary, according to Senate leaders, because of the treaty 
situation in the Senate. It is believed that when the hearings 
have been begun they will probably last a month. 

It will be at least the first part of May, therefore, before 
any reported bill comes up for consideration on the floor of 
Congress, and it is not regarded as probable that, if the hearings 
last a month, a bill will be reported that soon. There has been 
a great deal of talk about Congress adjourning early in June, so 
that the members may go home and appeal to their constituents 
to send them back to Washington, but as the days pass by, it 
is believed that Congress may be in session as late as the first 
of August. 

These speculations have a bearing on the question of 
whether any ship subsidy legislation will be put through at 
the present session. Some congressmen believe that the pro- 
posed bills should be held up until the session which begins 
next December, when it might be determined with greater ex- 
actness than is now possible as to whether or not the majority 
of the country would “stand” for a subsidy. 

Apparently President Harding has the backing, in his sub- 
sidy program, of the Republican leaders on the two committees 
which deal with merchant marine legislation. The fact that 
hearings will be held before a joint committee shows that the 
leaders intend to speed up consideration of the bills as much 
as possible. Usually a House committee will “sit” on a bill, 
report it out, pass it, send*it to the Senate and then the Senate 
committee will hold hearings—all of which means delay. Hear- 
ings before a joint committee disposes of much of such delay. 
The talk is that the House will consider the bill, when it has 
been reported, under a special rule, which will shut out amend- 
ments and make for rapid disposition of the measure. The bill 
will then go to the Senate and presumably be reported to the 
Senate without change, because the members of the Senate 
committee concerned will have already passed upon it. 

After A. D. Lasker, chairman of the board, has read his 
lengthy statement to the committee, Commissioners Thompson, 
Lissner, Chamberlain and Plummer will explain different sec- 
tions of the bill. 

President Harding, it was learned this week, has let several 
senators know that he would like to see the proposed ship sub- 
sidy legislation enacted before Congress adjourns. If a jam 
should be encountered as to other legislation, it is believed, an 
effort will be made to put through the ship subsidy program. 

“Action just taken by the Charleston, S. C., Chamber of 
Commerce in unanimously supporting the subsidy and other aids 
for shipping in the plans recently laid before Congress with 
President Harding’s endorsement is regarded here as greatly 
strengthening the prospects for the enactment of the new legis- 
lation,” the National Merchant Marine Association said in a 
statement issued this week at its Washington office. 

“The step taken by this southern organization emphasizes 
the nonpartisan character of the support of the plans to ex- 
pand the nation’s foreign commerce through the development of 
the merchant marine. Charleston’s endorsement is expected to 
be followed by the commercial bodies of other leading southern 
cities, and it is believed that the South will be practically a unit 
in its support of the movement. Some southern senators and 
representatives have already indicated that they will support the 
hew shipping bill, regardless of party lines and many others are 
expected to follow. 

“The viewpoint of the southern interests is indicated by the 
nature of the resolutions unanimously adopted by the leading 
business men of Charleston through the Chamber of Commerce of 
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that city. These interests voice their recognition of the fact 
that the trade of the South cannot be extended without adequate 
shipping services under the American flag, and that these serv- 
ices cannot be maintained against foreign competition without 
preliminary aid from the government to the American merchant 
marine. 

“The resolutions are as follows: 


Whereas, It is generally recognized throughout the world that the 
industrial development of a nation depends in a large measure on its 
foreign trade, and that the development of a country’s foreign trade 
depends in turn on its possessing a merchant marine of its own, and 

Whereas, The proper industrial development of southern states de- 
pends on foreign trade through southern ports, thus giving southern 
manufacturers a ready access to foreign markets, and, 

Whereas, The adequate development of southern ports depends 
primarily on adequate and regular steamship service carried on in 
American bottoms, thus independent of interests which primarily serve 
foreign competitors, and, 

Whereas, A continuation of such American steamship services 
from southern ports is impossible without adequate government aid, 
both direct and indirect, 

Therefore, Be It Resolved, That we, the business men of Charles- 
ton, as represented by the Chamber of Commerce of Charleston, do 
hereby heartily endorse the fundamental principles of ship subsidy, as 
embodied in the Shipping Act of 1922, and urge our representatives to 
support this measure in the interest of our southern ports and southern 
states as well as the entire nation. 


Senator Ransdell, of Louisiana, in a speech in the Senate 
on the naval armament limitation treaty and proposed subsidy 
legislation, said analysis of trade returns showed that American 
shipping was not standing up under competition and that matters 
were growing worse instead of better. 

“We have reached the point,” said he, “where British ships 
are carrying more of our trade than our own and the same is 
true of the minor maritime nations grouped together, so that 
our ships are now at the tail of the procession. And this is true 
of the amount of cargo carried, as well as of the value of that 
cargo.” 

After declaring that the United States needed a large mer- 
chant marine as a complement to the navy in order that the navy 
shall not be inferior in strength to that of Great Britain, the: 
senator said in part: , 


The direct aid provided in the pending shipping legislation is 
commonly referred to as a subsidy, and without it the encouragement 
provided by the indirect aids would not suffice to set your merchant 
flag again on the ocean, as of old. It must be remembered that for 
sixty years and more foreign shipowners have been in command of 
the situation. They hold today the mastery of most of the great 
routes of ocean commerce. They have their agencies, their repre- 
sentatives, their established interests and communications all over 
the world. They are determined to maintain their mastery and to 
drive off our ocean ships and to dominate our ocean carrying trade, 
because they well know its advantages to their own manufacturers 
and merchants. These foreigners are resolved that the United States 
shall never become an independent maritime nation, with ships capable 


of serving its own people in foreign commerce and possessed of an 
adequate naval reserve. 


The President, appealing in his merchant marine message to all 
the people of the United States, declares that those who oppose the 


policy proposed ‘‘ought in all fairness to propose an acceptable al- 
ternative.”’ 


Whatever our prejudices may be against the word “subsidy”? and 
the policy it stands for; is there any alternative? I know of none. 
The United States is the only maritime country in which the question 
of subsidy is ever debated. It is the only maritime country that has 
ever hesitated to employ a subsidy policy commensurate with its means 
and opportunities. Before the late great war the rest of the world 
was spending fifty dollars annually in subsidies and bounties to ship- 
ping where the United States, the wealthiest nation in the world, was 
giving one—and that in mail pay to a few ocean services. We must 
approach the consideration of the subsidy problem in the fullest pos- 
tible spirit of open-mindedness. Is it not quite possible that the other 
nations of the world in their attitude towards shipping subsidies have 
been right, and that Ameroca has been wrong? 


The Mississippi Valley Association, composed of commercial 
organizations in 28 states, has pledged active support of the new 
shiping act pending in Congress, through resolutions unaii- 
mously passed by its board of directors at a special meeting in 
St. Louis on March 25, says a statement issued by the National 
Merchant Marine Association in Washington. 


The preamble emphasizes the association’s approval of the 
merchant marine act of 1920 and recites the benefits accruing to 
the Mississippi Valley by the establishment of American steam- 
ship lines. It also points out that immediate sale of the vessels 
might mean abandonment of these lines and urges that the Ship- 
ping Board adopt no sale or policy that would so result. 

“The inauguration and maintenance of the new trade 
routes,” say the resolutions, “has been and is of the utmost value 
to the Mississippi Valley, in which is produced the largest per- 
centage of our exports.” Because of this, Congress is urged not 
to disturb Section 7 of the Jones act and the Shipping Board is 
asked to continue operating the established lines for five years, 
with eventual sale of the vessels to the operators. 

“The association also decided to send delegates to the joint 
hearings before the Senate committee on commerce and House 
committee on merchant marine and fisheries, to testify about the 
value of the pending legislation to their part or the country, 
William M. McKinley, U. S. senator from Illinois, is president of 
the association,” the marine association said. 

“The action of the Mississippi Valley Association follows the 
passage of resolutions favoring the pending legislation by the 
Chamber of Commerce of Charleston, S. C., Norfolk, Va., Trade 
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Club, Philadelphia Bourse and the Maritime Association of the 
Boston Chamber of Commerce. All stress the necessity of an 
American merchant marine to the American producer.” 


IMPROVEMENT IN OCEAN SHIPPING 


The Trafic World Washington Bureau 


J. Barstow Smull, vice-president of the Emergency Fleet 
Corporation in charge of charters and allocations, has observed 
a general improvement in ocean shipping conditions. He said 
vessels in the regular routes established by the Board were car- 
rying larger cargoes. The greatest improvement, he said, has 
been shown in the cotton shipments from Gulf ports, American 
vessels carrying more than 50 per cent of the shipments. Oper- 
ators out of the Gulf ports have requested additional vessels un- 
der the M O 4 contracts, but additional allocations will be made 
only where the Board is assured that there will be no losses to 
be met by the Board, Mr. Smull said. 


PORT TO PORT REGULATION 


The Trafic World Washington Bureau 


Institution by the Federal Trade Commission of a complaint 
charging the Baltimore & Philadelphia Steamboat Co. of Phila- 
delphia with cutting its rates below cost to force the Marine 
Transportation Corporation out of business has raised an inter- 
esting question as to whether or not the action will result in 
conflict with the regulation of port-to-port rates by the division 
of regulation of the Shipping Board. The complaint specifically 
excepts any traffic of the respondent subject to the jurisdiction 
of the Interstate Commerce Commission but makes no mention 
of the jurisdiction of the Shipping Board. 

“This is not an effort to regulate rates,” said Chairman Nel- 
son B. Gaskill, when questioned as to possible conflict of juris- 
diction, “and no rate regulation or prescribing of rates will re- 
sult from the Trade Commission’s order, if one is made. The 
question is solely whether the respondent has fixed its rates 
below the cost of operation and, if it has, whether its practice 
tends to eliminate a. competitor and results in a restraint of 
competition.” 

It is believed that the question of jurisdiction will be argued 
before the Trade Commission when the case is heard May 8. It 
is admitted that the complaint is the first of the kind to have 
been issued by the Trade Commission. 

The complaint, which is issued under section 5 of the New- 
lands act, sets forth that for many years the Baltimore & Phila- 
delphia Steamboat Company has been engaged in the transpor- 
tation by water of freight and passengers between Baltimore, 
Md., and Philadelphia, Pa., and that for many years prior to 
September, 1920, it enjoyed a practical monopoly except for a 
few sporadic instances when competitors appeared but aban- 
doned the competitive effort after an inconsequential period. 
On the date mentioned, the Marine Transportation Corporation 
entered the field and has continuously since that time engaged 
in the transportation of freight and passengers between Balti- 
more and Philadelphia. 

The complaint outlines the situation between the two com- 
panies as follows: 


Upon or shortly after its entry into the field the Marine Transport 
Corporation put into effect a schedule of rates substantially below 
the existing rates of respondent, which nevertheless afforded a reason- 
able compensation and profit to the Marine Transport Corporation. 
Upon the establishment of such schedule by the Marine Transport 
Corporation, respondent reduced its rates to meet said schedule, and 
thereafter, with the purpose and intention of driving the Marine 
Transport Corporation from the field and regaining its previous 
monopoly thereof, respondent adopted and put into effect the practice 
of reducing its rates from time to time and, when the same were met 
by the Marine Transport Corporation, of immediately making a fur- 
ther reduction regardless of the cost to respondent of the carriage of 
freight and passengers and regardless of whether the rate charged 
afforded a profit or entailed a loss, thereby compelling the Marine 
Transport Corporation, in each such instance to equally reduce its 
rates in order to continue in business. Respondent continued said 
practice until its rates and those of the Marine Transport Corporation 
fell to the point where they became ruinous and destructive, so that 
both its buisness and that of its said competitor was run at a loss. 
Ever since the successive reductions of rates reached the point where 
the same thus became ruinous and entailed continuous loss, respond- 
ent has continued its said practice, and its business and that of its 
said competitor have since said time been continuously run and are 
now being run at a loss. Respondent relies upon its ability to con- 
duct its business at a loss for a longer period than its said competitor 
is able to do and respondent’s reduction of rates to a level below the 
cost of maintaining the service by respondent and its competitor 
threatens to compel the Marine Transport Corporation to withdraw 
and discontinue its business and therefore has a dangerous tendency 
unduly to hinder competition between respondent and Marine Trans- 
portation Corporation and to reinstate the monopoly which respondent 
formerly possessed. 


As the Shipping Board has power only to prescribe maxi- 
mum rates, it is regarded as doubtful whether it could reach and 
correct the situation alleged to exist. 

Officials of the division of regulation of the Shipping Board, 
when asked if there would be any conflict of jurisdiction as the 
result of the Federal Trade Commission issuing a complaint 
against the Baltimore & Philadelphia Steamboat Co., said the 
Shipping Board had never construed the shipping act as giving 
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the board jurisdiction over traffic on the Chesapeake Bay, which 
is traversed by the companies involved in the complaint. The 
shipping act defines a common carrier by water in interstate 
commerce as “a common carrier engaged in the transportation 
by water of passengers or property on the high seas or the 
Great Lakes on regular routes from port to port between one 
state,” etc. Up to this time the Chesapeake Bay has not been 
regarded as a part of the “high seas” and therefore the board 
has not assumed jurisdiction over traffic on that body of water. 


MONEY FOR SHIPPING BOARD 


The Trafic World Washington Burcay 


Oppostion to an amended conference report on the inde- 
pendent offices appropriation bill, carrying $100,000,000 for the 
Shipping Board, was expected to develop in the House when 
the report came up for consideration. The House refused to 
agree to a previous report, insisting on its disagreements as to 
authorizing the board to expend up to $55,000,000 from receipts 
and as to limiting salaries to $25,000 and the number of em- 
ployes receiving in excess of that amount to six. 

The amended conference report gives the board the author- 
ity to employ six employes at salaries between $11,000 and 
$25,000 and four employes at salaries between $25,000 and $35, 
000 per annum. Vice-Presidents Smull and Love each receive 
$35,000 and this provision would permit the board to continue 
their present salaries. The report also would permit use of 
$25,000,000 from collections from specified receipts, an appro- 
priation in that sum being made from the collections. 

The high salaries paid by the Shipping Board have been 
freely criticized in the House, Republican leaders joining in the 
criticism almost as freely as the Democrats. 








OCEAN FREIGHT RATES 


E. S. Gregg, chief of the transportation division of the De- 
partment of Commerce, has issued the following on current 
ocean freight rates: 

“The ocean freight rates in the table below are market 
quotations of the conference lines, as of March 13, 1922. Due to 
the present excess of steamers over the current trade require- 
ments and the competition of nonconference steamers, lower 
rates are frequently obtainable. It should be understood that 
these rates are merely indicative of the market and that they 
should be confirmed by a reliable shipping or freight-forwarding 
company before cargo is booked. 

Current Ocean Freight Rates for Port of New York 
From New York General Agricultural 
to— cargo.* Machinery implements+ Automobiles 


Buenos Aires....Ton $20.00 Ton $16.00 Ton $10.00 Ton $10.00 
Rio de Janeiro...Ton 14.00 Ton 12.00 Ton 12.00 Ton 12.00 


Valparaiso ...... £  .65/1.16 .65/1.16 .45/.80 Cu.ft. —.50 
Cape Town...... Ton 23.00 Ton 23.00 Ton 23.00 Ton 23.00 
SVGMCY scccccsics Ton 20.00 W/MY 20.00 ‘Ton 20.00 Ton 15.00 
Po Ton 21.00 Ton 20.00 Ton 21.00 Ton 16.00 
Singapore ...... Ton 18.00 Ton 12.00 Ton 12.00 Ton 12.00 
SMAMOMAL ...055 Ton 18.00 Ton 12.00 Ton 12.00 Ton 12.00 
Yokohama ..... Ton 18.00 Ton 12.00 Ton 12.00 Ton 12.00 
Constantinople .Ton 19.00 Ton 19.00 Ton 18.00 Ton 18.00 
MEMES cssccecees Ton 20.00 Ton 20.00 Ton 15.00 Ton 20.00 
xyoteborg ....... -45/.90 -45/.90 Ton 13.00 Cu. ft. 40 
Bremen and 

Hamburg .... .45/.85 .45/.85 Ton 10.00 Cu. ft. 45 


London,  Liver- 
pooland United 
Kingdom ports -40/.75 -40/.75 <so7.co Ca. ft. 35 
*Boots and shoes, cotton goods, and tires usually go at general 
cargo rates. 
7Tractors usually go at the same rate as agricultural implements. 
fRates quoted with /, such as .65/1.16 mean 65 cents per cubic 
foot or $1.16 per 100 pounds. 
(Weight (per 2,240 pounds) or measure (per 40 cubic feet); ship’s 
option.”’ 





DENIES THEFTS FROM SHIPPING BOARD 


Commissioner O’Connor, of the Shipping Board, denied 
newspaper reports published in New York and elsewhere to the 
effect that fittings and articles worth $400,000 had been stolen 
from Shipping Board vessels tied up at Peekskill in the Hudson 
river. He said some pilfering had been going on but that not 
more than $3,000 worth of property had been taken. The com- 
missioner has direct supervision of the care of the vessels of 
which there are 164. 


MOVEMENT OF FOREIGN COMMERCE 


The Trafic World Washington Bureau 


That part of the United States’ total foreign commerce moved 
in ocean vessels in February showed a slight drop, according to 
a statement issued by the Bureau of Research of the Shipping 
Board. “This loss was entirely in exports, as imports showed 4 
gain of eleven per cent over the previous month, and reached the 
highest figure attained since May, 1921. 

“The total cargo tonnage moved in the month was 4,864,400 
tons, of which American ships carried fifty per cent by weight. 


Of the imports our vessels carried sixty-seven per cent and of 


the exports thirty-four per cent. 
“In tank ship cargoes alone the American-flag ships moved 
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eighty-one per cent of the total, or ninety-two per cent of the im- 
port movement, which constitutes four-fifths of this trade. 

“Of dry cargo traffic the exports slightly exceeded two mil- 
lion tons, a decline of ten per cent from January. Inward car- 
goes reached 1,117,000 tons, an increase of more than ten per 
cent over the previous month. Of this cargo—which includes 
everything except oil in bulk, and hence constitutes by far the 
most valuable part of our commerce—American ships carried 
but thirty-five per cent. Of the imports, they carried thirty-eight 
per cent, and of the exports thirty-four per cent.” 


EQUALIZATION TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


In I. and S. 1511 the Commission has suspended the Countiss, 
Davis and Kelly schedules proposing to equalize rates from 
New York via Galveston with all-rail rates from Chicago to 
destinations on the Southern Pacific and Northwestern Pacific 
in Arizona, New Mexico, California, Nevada, Oregon and Utah 
on a selected list of commodities embracing ammunition and 
guns, implements, preserves and table sauces, canned goods, 
green coffee, beverages, twine and mineral waters. The sus- 
pension is from March 31 to July 29. The case was assigned 
for hearing at Chicago, April 14. 

The Chicago Association of Commerce filed a_ protest, 
not in full conformity with the rules of the Commission, against 
the proposal of the Southern Paeific and the Morgan Line, put 
forth in Supplements Nos. 27, 29 and 31 to Countiss’ I. C. C. 
No. 1089, effective March 31, to equalize the rail-and-water rates 
on specified commodities, from New York piers, via gulf ports, 
to California terminals, with the all-rail rates on the like com- 
modities from Chicago. The association gave notice March 16 
of an intention to protest and said it would have its protest on 
file in compliance with the rules of the Commission. It had not, 
however, complied March 24 when the Commission asked it to 
say why it had protested. In its notice of protest filed March 
16 the association said it objected for the reasons set forth in 
the Commission’s report on one of the transcontinental cases, 
in 46 I, C. C. 278. 

Prior to government control the Southern Pacific generally 
made rates from New York piers the same as the all-rail rates 
from Chicago. The government, while it was in control of the 
transportation systems, saw no necessity for such equalization. 
When the railroads had all they could do to handle the traffic 
offered, they had no desire for equalization. Now, however, 
that the volume of traffic is comparatively light equalization ef- 
forts are being put forth by many of them. The suspended 
tariffs equalizing, by rail-and-water, through the Panama Canal, 
via all gulf and Atlantic ports, is one of the greatest efforts in 
that direction. 

In connection with the equalization proposed in the Countiss 
supplements before mentioned, the terms of the fourth section 
are to be observed at intermediate points. Some of the all-rail 
rates to meet which the proposed equalization rates were pro- 
posed, it is said, do not conform with the terms of the fourth 
section. The fight in behalf of the protested supplements, 
therefore, will not be complicated by any fourth section phase. 








NEW YORK PROTESTS COUNTISS PLAN 


The Trafic World Washington Bureau 


In a brief in behalf of the Merchants’ Association, of New 
York, on the application of the transcontinental lines (No. 12063) 
filed in their behalf by Countiss, J. C. Lincoln, manager of the 
association’s traffic bureau, argues that the rates proposed by 
Countiss would be a discrimination against New York and tend 
to deprive the Atlantic ports of their geographical advantages. 
The proposal is to blanket rates, all-rail, from the territory east 
of the Missouri River, on a selected list of commodities, to the 
Pacific coast terminals, without observing the long and short 
haul part of the fourth section at intermediate points on the basis 
of the ocean and canal charges, plus insurance and accessorial 
service costs. Lincoln contends that the making of such all-rail 
rates, in addition to causing a discrimination against the Atlan- 
tic seaboard cities which are in a position to avail themselves of 
the cheap transportation by ocean and through the canal, would 
tend to break down the transportation by water which Congress 
directed the Commission, in section 500 of the transportation act, 
to foster and promote. On that point he said: 


It is in the public interest and the convenience of shippers in the 
promotion of commerce and the economical handling of freight that 
the ‘all water” lines operating through the Panama Canal should be 
fostered and protected, to the end that an opportunity be given to 
promote trade between the remote parts of the United States, as in 
the case of the East and West Coasts thereof by the use of these 
Water transportation routes. The cost of transportation by rail has 
iereased to such an extent that it is more difficult for the people 
Ww. the Eastern section of the country to trade with the people of the 
Vestern section. Therefore, the new policy adopted by Congress should 
have full Sway in connection with the operation of the steamship lines. 

., It would be in defiance of the policy adopted by Congress to per- 
= these “all rail’? Trans-Continental carriers, by special dispensa- 
1on, to so adjust their rates as to deprive these water carriers of the 
opportunity of competing for the traffic, or to establish rates which 
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may be lower than compelled in order to meet the existing competition 
miade possible by use of rail and water rates. Equal opportunity 
means the same advantage from point of shipment to destination. If 
rates are so adjusted that the traffic cannot move on approximately 
equal terms for both carrier by rail and carrier by water, then there 
would not be that equal opportunity contemplated by the law. 


ST. LAWRENCE CANAL 


A committee appointed by the Associated Industries of 
Massachusetts to report on the feasibility and desirability of the 
St. Lawrence waterway project, according to a statement issued 
by the Great Lakes-St. Lawrence Tidewater Association, has 
reached the following conclusions: 


1. That the project is feasible from an engineering standpoint; 
2. That it can be constructed at a reasonable cost, considering 
the magnitude of the work involved; 


That it will furnish a direct and usable water route between 


the ports of the Great Lakes and both foreign and domestic ocean 
ports; 


4. That in the very near future this nation will require every 
possible means of transportation by water, rail, and motor, and that 
accordingly the St. Lawrence project will be of great assistance in 
reducing otherwise necessary expenditures for additions to our rail 
facilities, and greatly lessen the inevitable transportation crisis which 


will arise with a restoration of normal business and: the natural 
growth of the country; 


5. That it will give to New York and New England a very large, 
reliable, and cheap source of hydro-electric_energy; and 
6. 


That the project is desirable for the country as "a whole, and 
beneficial to New England. 


In another statement the Tidewater Association says a paid 
lobbyist from the state of New York has established himself at 
Ottawa, Canada, “to develop sentiment against international ac- 
tion for the development of the St. Lawrence river waterway 
from the Great Lakes to the sea.” 

“Our State Department,” it continues, “having instructed the 
International Joint Commission to investigate and report what 
further improvement of the St. Lawrence is necessary to per- 
mit the passage of deep draft vessels, it would seem that the 
matter still belongs to that department, and that no state or 
private interest has a right to interfere with the negotiations 
recommended in the commission’s report. If states have no 
right to make treaties or agreements with foreign countries, 
without the consent of Congress, where do they get the right to 
maintain lobbies in foreign countries to prevent treaties being 
made by the federal authorities?” 


COAST TO COAST STEAMSHIP SERVICE 


The Williams Steamship Company, Inc., in a circular to 
manufacturers who do transcontinental shipping, says: 
It takes nineteen days from New York to Los Angeles, and we are 
in daily touch with our vessels by wireless during this time. 
You save in some instances 50 per cent or more in freight costs 
from Atlantic coast ports to Pacific coast ports. . . 
You save up to 35 per cent in freight costs from interior points 
on the Atlantic seaboard to Pacific coast ports and interior points. 
you have sufficient weight on three consecutive steamers to 


make up a carload to one consignee and destination, we will be glad 
to give you the benfit of the carload rate. 


Ocean bills of lading are made up by us in exchange for rail bills 
of lading if your freight originates in the interior. 


We have reduced a number of our commodity rates since Decem- 
her 1, 1921. 


SHIPPING BOARD NOTES 


Edward P. Farley, vice-president of the United States Ship- 
ping Board Emergency Fleet Corporation, in charge of sales, 
left New York March 25 on the United States liner “Lone Star 
State,’ for Europe, to make a study of shipping conditions in 
England, France and Germany. 

The offer of the Barber Line for a number of vessels owned 
by the Shipping Board has been rejected as too low. 

Commercial Manager Sidney Henry, in charge of housing 
and transportation, surplus materials, plants, and drydocks and 
marine railways, has been designated as director of sales. 

A. H. Bull & Company, New York, bought the “Catherine,” 
formerly the Lake Greenwood, and the “Mary,” formerly the 
Lake Monroe, two lake type vessels, for the sum of $151,000. 
This price is a little better than $35 per registered ton. 


MONEY FOR RIVERS AND HARBORS 


The Trafic World Washington Bureau 


After a long debate, the House this week increased the 
appropriation in the army appropriation bill for rivers and 
harbors from $27,635,260 to $42,815,661, the $27,000,000 having 
been recommended by the Bureau of the Budget. The Chief of 
Engineers of the army recommended $42,000,000, but this was 
cut by the Bureau on the theory that some of the work proposed 
was not absolutely necessary at this time. 

Representative Dempsey, of New York, who offered the 
amendment increasing the appropriation, spoke of what he said 
was the need for relieving the railroads by adequate river and 
harbor facilities. In normal times, he said, the railroads could 
not handle the traffic offered them. 

Representative Mondell, Republican House leader, asserted 
the effort to increase the appropriation was the first “organized 
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assault” on the budget estimates and that the question at issue 
was really whether the budget was to be sustained. 


Other members spoke of high freight rates and of meeting 
them by water competition. 


Representative Treadway of Massachusetts observed that 
the apparent desire to increase the appropriation was one of the 
best symptoms he had seen recently that “we are getting back 


to normalcy,” and he referred to the good old “pork barrel’ 
days. 


“I think today ought to be a very happy one with us,” said 
he, “in that we have such an open confession that it is time 
once more to open the floodgates of the Treasury and pour forth 


the millions necessary to re-establish our old friend, the ‘pork 
barrel.’ ” 


After the Dempsey amendment had been adopted by a vote 
of 158 to 54, Representative Mondell said: 


As I have frequently said, I believe in river improvement. I 
also believe in low railway rates. We must have low rates if we 
are to have prosperity. The American people will not use the 
inland streams as the European people do, because they are too 
impatient, too anxious to receive cash for their products; when 
it is delivered to the railroad they are too impatient to have 
done with .the transaction and avoid all the delays and vexations 
frequently encountered in the use of the waterways. But if we 
keep improving the waterways we may eventually accustom the 
people to that kind of transportation, and I hope we may. 

In the matter of freight rates, what is the effect? Still in- 
sisting that I am favorable to the improvement of rivers and 
waterways in the hope that our people may become accustomed 
to use them, what happens is this: When there is an improvement 
of one of our large rivers making water transportation possible, 
every community along the river insists that the railway transpor- 
tation rates be made as cheap as the water rates, and such a rate 
is frequently granted to a point below the actual cost of carrying 
the goods, and the surrounding country pays the difference. That 
is what has occurred whenever we cheapen our water transporta- 
tion so that it invades and curtails and shortens the business of the 
railroads. Until we stop doing that we shall get very little benefit 
out of our appropriations for river improvement. The country 
that I represent, the country that most of you gentlemen represent, 
are not only helping to pay for the improvement, but helping to 
pay for the loss on the transportation along the river banks. 

Some of the gentlemen from the territory where the rates are 
so high as to leave no margin of profit to the producer should 
not be carried away with the idea that in making these improve- 
ments they are securing lower rates. If the effect continues to 
be as in the past, it increases the rate at every interior point. 
That ought to be cured in the matter of transportation. I believe 
we should go on in the meantime in a reasonable way with river 
improvements. The mistake that the House has made today, as I 
see it, is the mistake of being carried away by local influences in 
voting for appropriations above those that are justified, and it will 
be difficult for those who voted for the increase to find an excuse 
when asked by their people what they did in the upholding and 
maintaiinng of economy and the principle of the budget? 


Representative Burton of Ohio expressed views similar to 
those of Mr. Mondell, saying in part: 


People are in the habit of shipping their freight by rail. In 
Memphis in time of deep water there was not a single bale of cot- 
ton shipped by the river. In case of rail transportation the bills of 
lading can be taken and negotiated at the bank, whereas if you 
ship by river you would have to consider the uncertain chances of 
the time it would reach seaboard, and you would have to insure 
your cargo and assume all the uncertainties of a river voyage. 


WALTER GETS INTO THE RECORD 


The Trafic World Washington Bureau 


Luther M. Walter, admitting he was the “civilian attorney” 
attacked in debate in the House March 14 as delaying a case in- 
stituted by the War Department before the Commission in behalf 
of its Mississippi River and Warrior River barge lines, has re- 
plied in detail to the charge in a letter to Representative Mann, 
of Illinois. (See Traffic World, March 18, p. 594.) 

In submitting the letter to the House this week, Mr. Mann 
said Mr. Walter happened to be a particular friend of his and 
that he was a lawyer of high standing. The letter follows: 


My attention has just been called to the proceedings on the floor 
of the House as reported on pages 4327 and 4328 of the Congressional 
Record for March 14, 1922, relevant to a case before the Interstate 
Commerce Commission in which the War Department is complainant. 
I desire particularly to call your attention to the statement made on 
page 4328, made by Mr. Anthony: 6 

“Civilian attorneys who had been employed were evidently more 
renee in prolonging the litigation than in bringing it to a show- 
down.”’ 

Inasmuch as I happen to be the “civilian attorney’? who had been 
employed by the War Department to handle this case before the Inter- 
state Commerce Commission, I desire to briefly let you know just what 
the facts are. You very fully expressed the view which I entertain as 
to the attitude of the Interstate Commerce Commission. That body is 
not subject to censure for not acting on a case that is not brought to 
an issue by the attorneys in the case. 

The federal manager of the barge line filed a complaint before the 
Commission in the fall of 1920. Later I was employed a special counsel 
to conduct the litigation. I reached the conclusion that the complaints 
(there were two of them) were defective and required amendment. 
Amended complaints were filed January 8, 1921. During the previous 
month the barge line management had endeavored to secure an adjust- 
ment of the complaint without the necessity for further action before 
the Commission, and those negotiations continued through at least a 
part of January, 1921. 

The cases were set for hearing at New Orleans before an examiner 
of the Commission on January 31, 1921. The carriers, and, as I am in- 
formed, the federal manager of the barge line, sought a postponement. 
The first notice I had of the postponement was in the form of a tele- 
gram received while on the train en route to New Orleans for the pur- 
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pose of trying the case. The case was again set for hearing at New 
Orleans on March 21, 1921. The complainant’s case was completed 
on the second day of the hearing. The defendants represented to the 
examiner that they were not prepared to met the case presented and 
asked for a postponement, which was granted to a date later to be 
fixed. Thereafter the Commission assigned the case for a hearing at 
Washington on May 25, 1921. Counsel for the defendants and the 
complainant requested that the hearing at Washington be canceled and 
the case assigned for hearing at Chicago on May 21, four days earlier. 
The Commission canceled the hearing for May 25, later setting the case 
for hearing at Chicago on June 20. This latter hearing was had and 
the taking of testimony was finally concluded on July 1, 1921. 

September 15, 1921, was fixed as the date for filing briefs. The de- 
fendants obtained an extension until October 1; I requested a further 
extension of 10 days for filing my brief, which was granted. The case 
was thereupon submitted to the examiner, who served his tentative 
report February 6, 1922. Exceptions thereto were due February 26, 
1922; by request of the defendants this date was extended to March 15, 
and again at their request until March 25. 

You can thus see that of the various requests for delay I made 
only one, and that only for a period of 10 days. The record in the 
case extends over several thousand pages of testimony and several 
hundred exhibits, including a large amount of statistical data. 

The case has not yet been submitted by the Interstate Commerce 
Commission. It cannot be charged in the slightest way with any of the 
delay that has ensued. I have no doubt that this Commission will, 
after it hears oral argument on the exceptions, reach a decision which 
will be fair to the government’s barge line and give it, out of the joint 
revenue, a portion consistent with the service which it performs. 

I have no sympathy with the criticism of the Interstate Commerce 
Commission, voiced on the floor of the House. I have always regarded 
the Commission as a capable and impartial tribunal entitled to that 
high respect which we accord to courts under similar circumstances. 
At no time has the Commission been in position to express an opinion 
upon the case. The tentative report of the examiner is simply the 
recommendation of an employe of the Commission and for which the 
Commission is in nowise responsible. 

This letter is already too long, but I hope, if you have the oppor- 
tunity privately that you will set Mr. Anthony straight. I have no 
desire to precipitate any debate or colloquy with Mr. Anthony over 
what he saw fit to express on the floor of the House, but I would like 
to have him know that the Interstate Commerce Commission is not 
to blame because the case has not been already decided. While I 
resent the suggestion in his statement that as ‘civilian attorney’ for 
the War Department I was interested in prolonging the disposition 


of the case, that is of no importance, compared with the good name of 
the. Commission. 





WESTERN GRAIN CASE REOPENED 


The Trafic World Washington Bureau 

The Commission, March 28, reopened the western grain case 
to the extent necessary to permit consideration of the petition 
of the carriers for a modification of its action in eliminating 
from the scope of the order that part of Illinois territory em- 
braced within the western district. At the same time it set 
that application for hearing in Chicago, April 10, in connection 
with the application of the Illmois commission to extend the 
boundary of the western district so as to include within the 
scope of the order the whole of the state of Illinois, which, 
however, is not coextensive, but nearly so, with Illinois terri- 
tory. The order, practically consolidating the two things for 
a single hearing, was issued just as soon as the routine pre- 
scribed by the rules of the Commission could be observed. 

As a result of a conference between Chairman McChord 
and members of the Illinois delegation in Congress, the Com- 
mission, as told briefly in The Traffic World of March 25, decided 
on a hearing at Chicago, April 10, on the petition of the IIli- 
nois commission asking that the benefits of the federal Com- 
mission’s order in No. 12,929, commonly called the western 
grain rate case, be extended to the whole of Illinois, and that 
the rates between the two rate parts of Illinois be those pre- 
scribed for western territory in the order in the grain case. 


The application of the state commission was set down for 
hearing March 24. When the application of the railroads for 
the elimination of the whole of the state from the terms of the 
order came in, the Commission cancelled its arrangement to 
hold a hearing March 24. That cancellation stirred the Illinois 
commission into activity. It wired every member of Congress 
from Illinois asking him to point out to the Commission the 


great interest in the case and the desirability of an early 
hearing. 


Cancellation of the hearing set for March 24 was made on 
account of the receipt of the application of the railroads for a 
modification which would exclude Illinois from the terms of 
the western grain rate case order. The application was on 4 
matter so closely related to the subject contained in the Illinois 
commission’s petition that it was thought useless to hold a hear- 
ing on each. The application of the carriers could not be set 
down for hearing March 24 because the time for reply by the 
shippers and others interested to their application would not 
expire until after March 24. 


ERIE RAILROAD LOAN 
The Commission has amended a certificate approving a loan 
of $8,000,000 to the Erie Railroad Co. so as to authorize the 
Secretary of the Treasury to release from pledge $5,000,000 of 
the carrier’s consolidated mortgage 7 per cent gold bonds and to 
pledge in lieu thereof other security. The authorization was re- 
quested in order to enable the Erie to carry out its plans for 


meeting the maturity of $15,000,000 of 3-year 6 per cent gold: 


notes due April 1. 


Apri 


ture 
com 
func 
tho 
serv 
rate 
rate 
tice 
hav 
The 
rate 
ind 


levi 
nee 
mu 
eve 
at 

abc 
ing 


gd et it OO? oe PS 


6. 13 


New 
leted 
0 the 
| and 
70 be 
1g at 
i the 
1 and 
rlier. 
case 
i and 


e de- 
rther 
case 
ative 
y 26, 
th 15, 


made 
1 the 
veral 
nerce 
f the 
will, 
vhich 
joint 


nerce 
irded 
that 
nces. 
inion 
r the 
1 the 


ppor- 
fe no 
over 
| like 
3 not 
ile I 
* for 
sition 
ne of 


ureau 


case 
ition 
ating 
 em- 
E set 
ction 
| the 
. the 
hich, 
terri- 
3 for 
pre- 


‘hord 
Com- 
sided 
Tlli- 
Com- 
stern 
that 
pre- 


1 for 
3 for 
f the 
it to 
inois 
ress 
. the 
parly 


e on 
or a 
s of 
on a 
inois 
hear- 
> set 
’ the 

not 


loan 

the 
0 of 
1d to 
gs re- 
; for 
gold: 


April 1, 1922 


THE TRAFFIC WORLD 707 


Traffic Lesson No. 7 


Principles of Rate-Making (Rate Bases)—Seventh Lesson in the Course Written for the Traffic World 
By Grover G. Huebner, Ph. D., Professor of Transportation and 
Commerce, University of Pennsylvania—(Copyrighted) 


Although individual railroad freight rates and rate struc- 
tures have thus far been made largely in accordance with the 
competitive forces mentioned in the preceding lesson, various 
fundamental bases are also considered by the rate-making au- 
thorities. Indeed, the two principal bases—the value of the 
service and the cost of the service—are sometimes advanced as 
rate theories in accordance with one or the other of which all 
rates ought to be made. The carriers, however, have, in prac- 
tice, not adopted either principle as a complete rate basis, but 
have regarded both as rate factors entitled to consideration. 
The Commission likewise has not thus far adopted any one 
rate basis as an all-inclusive theory for the establishment of 
individual rates and rate structures. 


Value of Service 


The carriers have always insisted that, provided the general 
level of their charges is sufficiently high to meet their revenue 
needs, the value of service rather than the cost of the service 
must be the chief basis of railway charges. They have, how- 
ever, regarded the value of the service not as the actual point 
at which particular rates should be fixed, but as the maximum 
above which they may not be permanently established. In fix- 
ing rates the carriers endeavor to ascertain how much the 
transportation service is worth to the shipper, because this 
value indicates the highest rate that may be charged. The 
actual rates charged may be, and in most instances are, less 
than the full value of the service, for, as was formerly indi- 
cated, they are usually fixed in accordance with the competitive 
or commercial forces at work. Rates are not ordinarily fixed 
at the highest possible level, for commercial requirements and 
competitive conditions have usually pointed to a lower level, 
and the carriers have endeavored to charge rates that will 
readily move all existing freight and result in a further devel- 
opment of traffic. It is, of course, evident that the application 
of the “rule of rate-making” contained in the act of 1920, by 
subjecting the general level of freight rates to a heavy hori- 
zontal advance, has greatly affected rate structures and indi- 
vidual rate adjustments for the time being. Many rates are 
gradually being readjusted because the general advance of 1920 
raised some of them beyond the value of service level. 

Originally, the principle of fixing rates according to the 
value of the service was the same as fixing them at what the 
traffic will bear, but in later years the two ideas have not been 
identical. The term, “what the traffic will bear,’ as now defined 
by the carriers, is very flexible. While the value of the service 
determined the maximum level of rates, the rate-makers, in 
judging what the traffic will bear, look to the future develop- 
ment of traffic and, except when raising the general level of 
all their charges, constantly take into consideration the com- 
petitive forces mentioned in the preceding lesson. 

While the value of the service cannot be determined with 
mathematical accuracy, it is, in many instances, indicated largely 
by price differences. If the price on grain is fifteen cents a 
bushel higher in an Atlantic seaboard market than in the west- 
ern primary grain market from which it is shipped, or if the 
price of cotton is two cents a pound higher in New England 
than in the South, the carrier may estimate the necessary 
profits and incidental costs of the business and assume that 
the remainder represents the value of the transportation service 
between the shipping point and the market. 

There are four main reasons why the carriers regard the 
value of the service as the maximum level of freight rates 
rather than as a complete basis for the rates actually charged: 
(1) The competitive conditions outlined in Lesson No. 6 fre- 
quently prevent them from charging rates equal to the full 
value of the service. (2) It usually is not their desire to charge 
the highest possible rates because it is not to their interest to 
interfere with the healthy growth of their traffic. (3) There are 
Statutes and commissions, federal and state, that would prevent 
any effort to fix all rates in accordance with the value of the 
Service. (4) The value of transporting a commodity from one 
point to another cannot be estimated by the earriers with cer- 
tainty. Indeed, the differences in prices are not a scientific 
measure, because they, in many instances, are themselves due, 
in large part, to the freight charges that exist at the moment. 
To depend wholly on price differences may result in an endless 
chain that leads to no definite conclusion. 


Value of the Commodity 


A second general rate basis—one that has a bearing on 
both the value of the service and what the traffic will bear— 
is the “value of the commodity.” It is evident that, in many 


instances, the ability of an article to pay a rate is related to its 
intrinsic value. It may cost relatively little to transport a ship- 
ment of cloth, clothing, boots and shoes, machine tools, or other 
valuable wares, but their rates are, nevertheless, higher rela- 
tive to the cost of the service than the rates on low-grade com- 
modities, such as grain, hay, sand, stone or gravel, the value 
of which, compared with their tonnage, is relatively low. The 
prices of valuable articles are similarly affected less by an ad- 
vance in rates than those of commodities of low value. The 
“value of the commodity” is an important rate basis—particu- 
larly in determining the relative rates on different commodities 
shipped between the same points—but it does not constitute a 
complete rate theory. It is chiefly important because of its 
bearing on what the traffic will bear and is, therefore, considered 
by the carriers as one among many rate factors. 


Cost of the Service 


The rate basis that is most often contrasted with the value 
of service theory is the contention that rates should be based 
on the cost of the service. The carriers, however, do not, in 
practice, make individual rates in that way—i. e., they do not 
compute the expenses incurred in handling and transporting a 
particular article between given points, add to this an amount 
sufficient to yield a fair profit, and say that the result shall be 
the desired freight rate. The carriers regard the cost of the 
service as only one among various rate factors. 


When fixing a particular freight rate, the carriers may have 
different conceptions of “cost of service.” They may have in 
mind the total costs incurred in connection with a commodity— 
terminal, maintenance, train and all other operating costs, and 
also interest on bonds, rentals and all other fixed charges. Many 
of these costs are “joint,” in that they are not incurred in con- 
nection with any individual article, and many are due to the 
passenger as well as to the freight services. To prorate them 
fairly between the passenger and freight services is a difficult 
task that has not been as yet accomplished for the country’s 
entire railroad system. To prorate the total freight costs—in 
case they were fairly determined—among all the classes of 
freight and commodities handled would be another task of great 
difficulty that could be carried out with only approximate ac- 
curacy. 

The carriers have, thus far, made no endeavor to compel 
each article to bear its full share of the expenses incurred by 
it, both because their accounts do not show what the total costs 
incurred in connection with all the different items of freight 
are, and because they do not believe that individual rates should 
be based on the total cost of the service. Many commodities, 
particularly the valuable ones, are required to pay more than 
their full share of the entire cost of service, and others—the 
low-grade articles, mainly—take rates that represent less than 
the aggregate expenses incurred in handling and transporting 
them. The carriers contend that rates must be made primarily 
in accordance with the business needs of the country, and that 
if all the bulky low-class commodities were obliged to bear 
their full share of the cost of service they would be unable to 
move freely and would necessitate the payment of exorbitant 
prices for many of the raw materials of industry, foodstuffs, and 
other low-grade commodities. The carriers, in fixing individual 
rates, have recently paid somewhat more attention to the ap- 
proximate cost of handling and hauling particular commodities 
than in the past, because the cost of service principle has lately 
been emphasized by the public regulative bodies; but they con- 
tinue to regard it as only one among many rate factors. 

The carriers, in fixing particular rates, are often concerned 
primarily with the special or so-called “out-of-pocket” or ‘“addi- 
tional” costs that are incurred in connection with a shipment. 
They do not require each article to pay the entire costs incurred 
in connection with it, for many costs will continue regardless 
of whether a particular shipment is or is not made; but if a 
commodity will move at a rate sufficiently high to cover the 
additional costs that would not be incurred if the article were 
not shipped at all, then the railroad traffic man usually con- 
tends that the freight is being shipped without loss to the 
carrier. It is this concept of the railway cost of service—the 
out-of-pocket cost—that the carriers regard as the true mini- 
mum below which no rates should be fixed. 

The aggregate cost of service is not the minimum below 
which particular rates may not be established, nor is it the 
basis on which particular rates are constructed. It is important, 
however, as the minimum below which the general level of all 
rates as a whole may not go. The general level of rates must 
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bear a relationship to railroad expenses, for revenue as a whole 
must, in the long run, be sufficient to pay all expenses and also 
yield a return on the investment. When the Commission applies 
the so-called “rule of rate-making” of the transportation act 
of 1920—i. e., adjusts the general level of rates with reference 
to the revenue needs of the carriers—it is virtually applying 
the aggregate cost of service as a general rate basis. Particular 
or individual rates and rate structures have not, however, been 
adjusted with reference to the aggregate cost of service incurred 
in connection with each particular commodity or class of traffic. 


Distance as a Rate Factor 


There are various additional factors that are frequently 
regarded as distinct rate bases, though they are, perhaps, better 
described as separate phases of the cost of service. Distance, 
for example, is somewhat advanced as a rate basis on the ground 
that the cost of the service is related to the length of the haul. 
The relationship, however, is only general. Freight expenses 
from this standpoint are two-fold—terminal and hauling costs. 
It is clear that the former are not related to the distance the 
freight is transported. The latter bear a relationship to dis- 
tance, but there are, doubtless, many instances in which hauling 
costs do not increase in direct proportion to the increase in 
distance. The railroads do not regard distance as a complete 
rate basis, partly because it is not a fair measure of costs, we 
more largely because the rates fixed on a distance basis woul 
made it difficult or impossible for many kinds of freight, par- 
ticularly the low-grade commodities, to move long distances. 
It is difficult, moreover, to avoid the persistent effects of the 
competitive rate forces mentioned in the preceding lesson. 

The railroads ordinarily pay close attention to distance = 
making their short distance, local rates, but there is no oe 
or universal rule in this regard, and some of the yeni “ 
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Capitalization as a Rate Factor 
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7A = z er ap of the transportation act of = 
places control over the general level of rates directly in the 
hands of the Commission and requires its adjustment big a 
view to yielding net railway operating income equal to a fair 
return on the value of railway property. Although this weakens 
the former direct relationship between capitalization and the 
general level of rates, yet an indirect relationship remains, be- 
cause the Commission, when determining what constitutes a 
fair return in the future, is instructed to “give due considera- 
tion among other things, to the transportation needs of the 
country and the necessity . . of enlarging such facilities 
in order to provide the people of the United States with ade- 
quate transportation.” 
Investment of Property Value 

The investment or the property value of the railroads is 
similarly a general factor that influences rates, for the courts 
have, in the past, ruled that the carriers are entitled to a fair 
return. The rulings were not entirely explicit in that no fixed 
definition of exactly what is meant by investment, value, or fair 
return was given, and the approximate value of the railway 
property of the entire country was not known. In the absence 
of explicit definiteness, the desire for a fair return on invest- 
ment has, nevertheless, had a bearing on the general level of 
freight rates in the past. This relationship is at present more 
definite than it formerly was, because the transportation act of 
1920 defines the rate of return for two years and, thereafter, in- 
structs the Commission to establish currently a fair rate of re- 
turn; and it also instructs the Commission to announce the 
value of transportation property and to adjust the rates of the 
carriers so as to yield a fair return on all such properties as a 
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whole or on all those located within such rate groups or terri- 
tories as the Commission may define. The general level of rates 
has been advanced by the Commission with a view to carrying 
out the terms of this act, but no endeavor was made to adjust 
particular rates so that each would bear a definite relation to 
the investment or property value of the railroads. 


Volume of Traffic as a Rate Factor 


The volume of traffic is a general rate factor, because of its 
bearing on both the cost of service and operating revenues. It 
does not invariably follow that an increase in traffic warrants a 
lower level of rates, because railway expenses do not depend 
entirely on the volume of their traffic; but the carriers have 
usually been able to transport a commodity moved in large vol- 


ume at relatively lower rates than an article that is shipped in 
small quantities. 


Public Welfare as a Rate Factor 


The public welfare is still another consideration that is fre- 
quently regarded as a rate basis. It is general in character, how- 
ever, and it is impossible to determine the extent to which it 
actually influences railway charges. Its meaning in connection 
with any particular rate is open to wide differences of opinion. 
The carriers contend that the public welfare is promoted by 
making rates in accordance with the various competitive forces 
that are considered in determining what the traffic will bear. 
Shippers, and also public regulatory bodies, sometimes disagree 
with them. All are agreed, however, that rates may not, in the 
ee run, be made to the distinct sacrifice of the general public 

velfare. 


Summary of Rate Factors 


The factors entering into the making of the individual rates 
on particular commodities or classes of commodities and of the 
rate structures which will be described in subsequent lessons 
may be summarized as follows: (1) The general maximum 
above which individual rates may not be maintained is deter- 
mined by the value of the service, except when a lower maxi- 
mum is established by public authority. (2) The minimum below 
which they may not go is the additional or out-of-pocket cost 
incurred. (3) The actual rates charged may be anywhere be- 
tween the maximum and minimum, and are determined mainly 
with reference to the competitive or commercial and industrial 
forces mentioned in the preceding lesson, and the value of com- 
modities at “what the traffic will bear.” They are, however, at 
times influenced by their possible minima and maxima as de- 
fined above, by public regulation, by considerations of public 
welfare, distance, returns on investment, capitalization and the 
volume. of traffic. The extent to which these rate bases and rate 
influences are considered may change in the future, but there is 
no likelihood that all rate adjustments can ever be made in ac- 
cordance with a single basis or principle. 

Under the terms of the transportation act of 1920, the gen- 
eral level of freight rates is now adjusted by the Commission 
primarily with a view to yielding a fair return on the carriers’ 


property value, as defined in the statute’s rule of rate-making. 
A fluctuating general level of rates may be expected because the 
net railway 


operating revenues of the railroads as a whole, or 
of those located within defined rate groups or territories, de- 
pends not only on the actual rates charged, but also on the 
volume of railroad traffic, the state of business prosperity, the 
general level of railroad wages, the cost of railroad fuel, ma- 
terials, and supplies, and other items of expense.” 





SETTLEMENTS WITH CARRIERS 


The United States Railroad Administration this week re- 
ported the following final settlements, and has paid out to the 
several roads the following amounts: Louisville, Henderson & 
St. Louis Railway Co., $660,000; Toledo Terminal Railroad Co., 
$100,000; Erie Railroad Co. and Lehigh Valley Railroad Co., as 
joint lessees of the railroad of the Buffalo Creek Railroad Co., 
$185,000. 

The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the Railroad Administration and the 
railroad companies during the twenty-six months of federal 
control. 

The Commission has certified to the Secretary of the Treas- 
ury that $10,513.78 will make good the guaranty to the Santa 
Maria Valley Railroad Company of California. 

The Commission has certified to the Secretary of the Treas- 
ury that $21,558.36 will make good the guaranty to the Pacific 
Coast Railway Co. of California. 





CADIZ RAILROAD SECURITIES 


The Cadiz Railroad Company of Kentucky has been author- 
ized by the Commission to extend the maturity of a $40,000 
promissory note from February 1, 1922, to February 1, 1927; 
to increase the rate of interest from 5 to 6 per cent, and to 
extend for the same period of maturity of a first mortgage 5 
per cent 5-year gold bond for $40,000 pledged as security for 
the note, which is held by the Illinois Central. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
§ e 





LOSS OF OR INJURY TO GOODS 


Evidence in Action for Loss of Mule that Relation of Carrier 

Had Begun Held to Justify Refusal of Nonsuit: 

(Supreme Court of South Carolina.) In an action against 
a carrier for the loss of a mule, evidence that the carrier’s 
agent had designated the car and instructed plaintiff to load 
his goods therein, and that plaintiff had done so, but that the 
agent had left the office so that a bill of lading could not be 
obtained, justifies the refusal of a nonsuit.——White et. ux. vs. 
Payne, Director-General of Railroads, 110 S. E. Rep. 463. 
Instruction Relation Had Been Established Held to Assume 

Question for Jury: 

Where the agent of the carrier testified that he authorized 
plaintiff to load his househald goods, but stated he desired to 
supervise the loading of the live stock, it was a quetsion for the 
jury whether the relationship of shipper and carrier had been 
established as to plaintiff’s mule, so that it was error, in an 
action for the loss of the mule, to charge that the undisputed 
evidence showed that such relationship had been established.— 
Ibid. 


Notation on Receipt for C. O. D. Shipment as to Amount to Be 
Collected Not Declaration of Value Limiting Liability: 
(Supreme Court of Mississippi, Division A.) Where an inter- 

state common carrier of express accepted an interstate shipment 

of the value of $155, issuing therefor its receipt containing cer- 
tain recitals, stipulations, and blank spaces, which form of re- 
ceipt and contents had been authorized by the Interstate Com- 
merce Commission, assuming to act under the authority of 
interstate commerce act Feb. 4, 1887, as amended by the Car- 
mack amendment (U. S. Comp. St., sec. 8604a, 8604aa), and 
first and second Cummins amendments (U. S. Comp. St., sec. 

8592, 8604a), which form of receipt had been published by the 

express company and was on file in its offices, as well as with 

the Interstate Commerce Commission, in which receipt there 
is a provision giving the shipper a lower rate in consideration 

of a declared value in writing by the shipper, and there is a 

blank space in such receipt for declared or released value, which 

space was left blank, and in the blank space therein for the 

name of the consignee there was inserted, “Collect C. O. D. 

$56.22,” and the trunk and contents were lost in transit, and 

the shipper sued the express company for their full value, and 
the latter defends on the ground that the limit of its liability 
is $56.22, the amount set out in said receipt in the manner above 
stated, because said amount represented the declared or re- 
leased value by the shipper, held, the receipt upon its face 
refutes the contention of the express company, the said “C. O. D. 
$56.22” not appearing on the line intended for such declaration 
of value, but on the line intended for the name of consignee, 
and because of the further fact, as shown by the evidence, the 
said “C. O. D.” entry was made without any regard to value, 
but alone as a means of collecting an indebtedness.—American 

Ry. Express Co. vs. Galt, 90 S. E. Rep. 597. 

Not Released from Liability for Full Value for Loss of Shipment 
Where No Value Declared by Shipper in Writing: 

The Interstate Commerce Commission, assuming to act un- 
der interstate commerce act Feb. 4, 1887, as amended by the 
first and second Cummins amendments (38 Stat. 1196, and 39 
Stat. 441 (U. S. Comp. St., sec. 8592, 8604a), which provides, 
among other things, full compensation to an interstate shipper 
for loss of or damage to goods shipped, except as to certain 
character of goods (which includes the kind here involved), as 
to which the Commission is given power to authorize the car- 
riers to maintain rates, depending upon the value of the prop- 
erty shipped, declared or agreed on in writing by the shipper, 
as the released value of the property, in which case such declara- 
ton or agreement shall have no other effect than to limit re- 
covery to an amount not exceeding the value so declared, and 
to establish rates varying with such declared value, authorized 
express companies to issue for all interstate shipments a uniform 
receipt, with a blank space therein for the insertion of such 
declared or released value, containing a stip-lation that “if the 
Shipper desires to release the value to $50 for any shipment 
of 100 pounds or less, or not exceeding 50 cents per pound 
actual weight, for any shipment in excess of 100 pounds, the 
value may be released by inserting ‘not exceeding $50,’ or ‘not 
®xceeding 50 cents per pound,’ in which case the company’s 
liability is limited to an amount not exceeding the value so 
declared or release,” and also a stipulation that “the company 
Will not pay over $50 in case of loss or 50 cents per pound 
actual weight for any shipment in excess of 100 pounds, unless 
4 greater value is declared and charges for such greater value 
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paid,” and in accordance with such authority such a receipt 
was adopted and used by such express companies. Held, that 
said former stipulation was a substantial compliance with said 
statute, and in so far as the latter stipulation conflicts there- 
with the same is unauthorized, the purpose of said statute as 
amended by the second Cummins amendment being to afford 
the shipper full value for any loss suffered by him unless he 
chooses to take the initiative by declaring a released value in 
writing; that the shipper is given the active, conscious choosing 
whether he will pay the lower rate and recover less than full 
value, and, if he so elects, he sets out in such receipt the re- 
leased value, and, on the other hand, if he is silent either from 
choice or ignorance, he pays the higher rate, which carries with 
it the right to recover full compensation for his loss.—Ibid. 


In Absence of Fraud Limiting Liability, Carrier Liable for 
Jewelry Which It Was Not Required to Carry and Not 
Shipped According to Its Rules: 

(Court of Appeals of Georgia, Division No. 2.) Although a 
common carrier may not be required by the law of Georgia to 
accept for intrastate transportation certain articles of person- 
ality of a designated class, but does, under certain prescribed 
rules and regulations of its own, accept such articles for trans- 
portation, yet where a common carrier, such as an express 
company, accepts for transportation a shipment containing 
jewelry, an article within such excepted class, which jewelry, 
on account of the carrier’s ignorance of the contents of the 
shipment, was not accepted and transported in accordance with 
the rules and regulations required for shipping and transporting 
jewelry, the carrier cannot, in the absence of any special con- 
tract limiting its liability, escape liability for the loss of the 
jewelry while in transportation upon the ground that such arti- 
cles were not shipped in accordance with such prescribed rules 
governing their acceptance and shipment, or that the carrier 
was not required by law to accept such articles for shipment, in 
the absence of any fraudulent act on the part of the shipper 
inducing the carrier to believe that articles of such excepted 
class were not contained in the shipment.——American Ry. Ex- 
press Co. vs. Jones, 110 S. E. Rep. 513. 

Inference of Fraud in Shipping Suitcase Containing Jewelry 
Without Carrier’s Knowledge Held Unwarranted: 

Where it appeared undisputed from the agreed statement 
of facts that a suitcase, containing, among other articles of 
wearing apparel, certain articles of jewelry, was delivered to 
an express company for the purpose of transportation, and no 
inquiry was made by the carrier as to the contents of the suit- 
case, and no representation was made to the carrier by the 
consignor, or his agent, as to the contents of the suitcase, and 
where the declared value of the contents of the shipment ($100) 
was greater than the proved value of the articles lost, and there 
were no circumstances indicating that the shipper, while not 
disclosing the contents of the suitcase, intended to mislead the 
carrier as to the nature of the shipment, and it being reasonably 
inferable that jewelry in the nature of wearing apparel is con- 
tained in a suitcase, a jury could not infer that any fraud was 
perpetrated by the shipper upon the carrier. This case is 
clearly distinguishable from Southern Express Co. vs. Everett, 
37 Ga. 688; Southern Express Co. vs. Wood, 98 Ga. 268, 25 S. E. 
436; Southern Express Co. vs. Pope, 5 Ga. App. 689, 63 S. E. 809. 
—Ibid. 

Provisions of Uniform Receipt Limiting Liability Referred to in 
Receipt Given Not Part of Contract: 

The provisions of the uniform express receipt limiting the 
carrier’s liability for loss of “jewelry * * * or other matter 
of extraordinary value,” which receipt is referred to in the re- 
ceipt for the shipment given by the carrier to the shipper, and 
declared therein to be applicable to the shipment, cannot, in 
the absence of a special agreement thereto by the shipper, be 
regarded as a part of the contract, or as a limitation of the 
liability imposed by law upon the carrier. Southern Express 
Co. vs. Barnes, 36 Ga. 532; Southern Express Co. vs. Purcell, 
37 Ga. 103, 92 Am. Dec. 53.—Ibid. 


Verdict for Plaintiff Demanded: 

In a suit by the shipper against the carrier to recover for 
the loss of the jewelry, a verdict for the plaintiff was demanded, 
and the judge of the superior court did not err in sustaining 
the plaintiff’s certiorari and in entering final judgment for the 
plaintiff for the proved value of the articles lost.—Ibid. 


Carrier, Though Not Authorized to Waive Provision of Contract 
as to Claims, Held Estopped to Rely on Delay in Filing 
Claim Due to Its Statement that Plaintiff Was Not Proper 
Party to File It: 

(Court of Appeals of Georgia, Division No. 2.) Where a 
contract of shipment made by a shipper with a common carrier 
provides that “Except where the loss, damage, or injury com- 
plained of is due to delay or damage while being loaded or 
unloaded, or damaged in transit by carelessness or negligence, 
as conditions precedent to recovery claims must be made in 
writing to the originating or delivering carrier within four 
months after delivery of the property, or, in case of failure to 
make delivery, then within four months after a reasonable time 
for delivery has elapsed,” and where the shipper attempts, 
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within the required time, to file a claim with one of the carriers 
for loss or damage of the property shipped, and is prevented 
from filing the claim by the act of the carrier in telling him 
that the consignee, and not the shipper, is the proper person 
to file the claim, the shipper has not, by reason of his failure, 
on account of the act of the carrier, to file his claim in writing 
within the required time, violated the provisions of the con- 
tract, and, while the carrier cannot waive the provisions in the 
contract, it is, nevertheless, without having waived its right to 
exact a compliance by the shipper with the provisions of the 
contract, estopped by its conduct from defending a suit by the 
shipper, upon the ground that no claim in writing had been 
filed within the time required by the contract.—Pope vs. Ameri- 
can Ry. Express Co., 110 S. E. Rep. 514. 

Verdict Erroneously Directed, and Certiorari Erroneously Over- 

ruled: 

In a suit by the shipper against the carrier, the municipal 
court erred in directing a verdict for the defendant and the 
judge of the superior court erred in not sustaining the plaintiff’s 
eertiorari.—Ibid. 





: * 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
\ Copyright by West Publishing Co.) 
» = 





REGULATION OF COMMON CARRIERS 


Party Participating in Injury Cannot Complain of Lack of Notice 
or Departure from Pleadings: 

(Supreme Court of Appeals of West Virginia.) The Public 
Service Commission, in a proceeding before it within its juris- 
diction, is not confined to the immediate scope of the pleadings. 
It may enlarge the scope of the inquiry; and where the party 
whose interests are affected was before the commission, par- 
ticipated in the inquiry, and made full defense, it cannot com- 
plain of the lack of notice of the proceedings or of a departure 
from the pleadings, if the action of the commission was within 
the scope of such inquiry.—Baltimore & O. R. Co. vs. Public 
Service Commission et al., 110 S. E. Rep. 475. 

Order for Switch Held Not Objectionable for Want of Notice: 

’ Where a private manufacturer made application by petition 
to the Public Service Commission, praying that the defendant 
railroad company be required to establish a siding or switch for 
the use of the applicant, and the defendant files its answer, and 
both applicant and defendant proceed before the Commission to 
take evidence as to the reasonable necessity of a public siding 
or switch at the point designated, and upon final hearing the 
commission orders defendant to furnish certain supplies and 
perform part of the work, as its proportion of the cost of con- 
structing such siding, and upon completion thereof to operate 
such switch for the use of the public generally, the defendant 
cannot complain of want of notice or of opportunity to be heard. 

—Ibid. 

Findings Based on Evidence Will Not Be Disturbed by Supreme 
Court: 

Findings of fact by the Public-Service Commission, based 
upon evidence to support them, will not be disturbed upon appeal 
to this court.—Ibid. 

Switch for Public Use Constructed at Expense of Railroad and 
Private Corporation Not a Private One: 

Where the Public Service Commission requires a railroad 
company to contribute a portion of the cost of constructing a 
sidetrack or switch for the use of the public generally, in con- 
nection with its main track, the fact that the remainder of the 
cost is to be borne by a private corporation does not make the 
sidetrack a private one, nor is it a taking of the railroad com- 
pany’s property for private use, contrary to the Fourteenth 
Amendment to the Constitution of the United States.—Ibid. 
Compelling Railroad to Furnish Reasonably Adequate Public 

Facilities Held Not Taking of Its Property Without Com- 

pensation: 

An enforced discharge by a railroad company of its duty 
to provide reasonably adequate facilities for serving the public 
does not amount to a taking of property without compensation, 
contrary to the Fourteenth Amendment of the Constitution of 
the United States or the Constitution of West Virginia, merely 
because it is attended with some expense.—Ibid. 

Evidence In Action Involving Right to Overcharges on Ship- 
ments Held to Prove that Defendant Shipped Goods to 
Plaintiff, Who Paid the Freight: 

(St. Louis Court of Appeals, Missouri.) In an action in- 
volving an issue as to whether plaintiff or an interpleader de- 
fendant was entitled to recover overcharges on shipments of 
railroad ties by defendant to plaintiff, evidence held to prove 
that such defendant purchased and shipped ties to plaintiff as 
plaintiff’s agent, and that plaintiff paid the freight—Joyce-Wat- 
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kins Co. vs. P. R. Walsh Tie & Timber Co. (Hughes et al., 
interveners), 236 S. W. Rep. 1105. 
Principal to Whom Agent Shipped Ties and Who Paid Freight 

Was Entitled to Recover Excess Freight Charges: 

Where agent purchased and shipped railroad ties to prin- 
cipal, who paid freight thereon, the principal, and not the 
agent, was entitled to recover the excess freight charges.—Ibid. 
Principal to Whom Agent Shipped Ties and Who Paid Freight 

Held Entitled to Excess Freight Charges as Against Sellers: 

Where agent purchased and shipped railroad ties to prin- 
cipal, who paid freight charges, and where goods were not 
shipped in the name of the sellers, the principal, and not the 
sellers, was entitled to recover excess freight charges.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Duty of Master to Examine Barge, and Neither Charterer Nor 

Tug Were Liable for His Failure: 

(Circuit Court of Appeals, Second Circuit.) It was the duty 
of a captain of a chartered barge, as a part of the husbandry 
thereof, to examine her at the end of a trip through a channel 
broken through ice 30 feet wide, before leaving her, and neither 
the charterer nor the tug owner was chargeable with the loss 
of the barge, which sunk by reason of slight injuries about even 
with the load-water line-—Dittmar vs. Sargent et al., 277 Fed. 
Rep. 237. 

Ice Damages to Barge Held Reasonable Wear and Tear: 

A man who charters his vessel for harbor navigation in 
New York in the winter time must regard careful proper navi- 
gation through ice fields as a use reasonably to be expected, 
and the damage caused by knocks from floating ice is charge- 
able to reasonable wear and tear, in the absence of unusual 
conditions and no negligence in the towing.—Ibid. 


COURT REFUSES TO HEAR TEXAS CASE 


The Trafic World Washington Bureau 


The Supreme Court of the United States has denied a writ 
of certiorari to the Missouri, Kansas & Texas of Texas, to bring 
up, from the Supreme court of Texas, the case in which the 
M. K. & T. of Texas was the plaintiff in error and the Plano 
Milling Co. and J. G. Puterbaugh, were the defendants in error. 
The case was one involving a loss and damage claim in which 
the defendants in error obtained judgment against the Katy on 
account of a carload of corn which became heated and lost value 
because, it was claimed by the milling company and Puterbaugh, 
an assignee of claim, it was held so long at Sherman, Tex., 
through the negligence of the Katy. 

The car was diverted in transit without any change in the 
original billing being made to show the diversion. The car did 
not travel by the expected route and when it was finally received 
at Sherman, Tex., it was in such condition that it was rejected 
and claim made by the owner of the order bill of lading for 
difference in value at point of origin and at destination. The 
petitioning carrier claimed federal questions were involved and 
that the Texas courts had not followed the decisions of the 
Supreme Court of the United States. 


COMMISSION EXCEEDS AUTHORITY 


Senator Cummins, chairman of the Senate committee on 
interstate commerce, has had printed as a Senate document 
the decision of the District Court of the United States, Northern 
District, of Ohio, Eastern division (See Traffic World, March 25, 
p. 674), wherein Circuit Judge Donahue and District Judges 
Killits and Westenhaver ruled that the Interstate Commerce 
Commission exceeded its authority under the transportation act 
in ordering the Pennsylvania-Ohio Power & Light Co. to increase 
its intrastate fares on its electric interurban between Hubbard 
and Youngstown, O. After discussing the facts in the case, the 
provisions of the act and various court decisions, the judges 
said: 


The question here is, What interstate carriers by railroad and what 
classes of interstate and intrastate traffic are brought within the 
jurisdiction of the Interstate Commerce Commission? This is 4 
question of intention and is to be ascertained from the provisions of 
the Interstate Commerce Act, including its original as well as amended 
provisions and the several decisions of the Supreme Court construing 
the same. The decision in the Wisconsin Rate case rests heavily, 
not entirely, upon new section 15a and new section 20a, both of 
which excluded street and interurban electric railways from the pur- 
view thereof unless operated as a part of a general steam railroad 
system of transportation or engaged in the general transportation 0 
freight. The newly added powers and duties, including those con- 


ferred by paragraphs 8 and 4 of new section 13, apply only to rail-. 


roads of a certain character and do not include electrie street and 
interurban railways unless thus engaged. Assuming for the pur- 
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pose of this opinion the existence in Congress of a power to include 
all street and interurban electric railways and to invalidate all mu- 
nicipal and state franchises relating to purely intrastate traffic upon 
the principles of the Shreveport and the Wisconsin Rate casees, never- 
theless the intent so to do will not be inferred unless and except so 
far as it is clearly manifested. s 

From the foregoing considerations we deduce these conclusions: 
Electric street, suburban, or interurban railways are included within 
“common carriers by railroad,’’ as that expression is used in section 1 
of the Interstate Commerce Act, only when they are of that character 
and engaged in that kind of traffic and under the conditions set forth 
in the parts of the Interstate Commerce Act and the transportation 
act of 1920 as above quoted. They must be operated as a part or 
parts of a general steam railroad system of transportation; they 
must be engaged in the general business of transporting freight in 
addition to their passenger and express business; or they must be 
operated as a part of a general steam railroad system of transporta- 
tion or engaged in the general transportation of freight. If they are 
not thus engaged or being thus operated, they are not within the act 
nor within the jurisdiction conferred on the Interstate Commerce Com- 
mission, even though they may be engaged in interstate passenger 
business. This, it seems to us, is the only proper interpretation and 
effect of the several amendments to the Interstate Commerce Act made 
since the decision in the Omaha Street emis f case. In that case, as 
already stated, it was left a query as to whether the act included 
the new type of interurban railroad developed since the original act 
was passed, which operates with electricity as motive power, uses 
larger cars, and runs through the country from town to town, enabling 
the carrier to haul passengers, freight, express, and mail for long 
distances at high speed. It is true that Congress, in excluding 
electric street and interurban railways, did not use this descriptive 
language, but it used other language continuously and consistently 
which does exclude all electric street or interurban railways which do 
not possess these dominating characteristics; that is to say, that are 
not operated as a part of a general steam railroad system of trans- 
portation or are not engaged in the general transportation of freight 
in addition to their passenger and express business. It seems evident 
that Congress intended to leave, and-did leave, all street and inter- 
urban electric railways not thus operated nor doing business of that 
character in the situation of which they were left by the decision in 
the Omaha Street Railway case. This conclusion is greatly strength- 
ened by the additions to the Interstate Commerce Act made by the 
transportation act of 1920. The establishment of the Labor Board 
to settle controversies between carriers and employes, the guaranty 
for a limited period of a fixed return upon railroads, the grouping of 
railroads into classes and requiring rates to be fixed so as to allow 
a fair return to be earned on the property as a whole, the control 
assumed and exercised over the construction of new railroads, and 
the making of extensions and the issuance and sale of securities, are 
alla part of a general scheme from which all street or interurban elec- 
tric railways are excluded unless possessing these characteristics. 

The remaining inquiry is whether or not, on the facts found by the 
Interstate Commerce Commission, the defendant railway was operated 
as a part of a general steam railroad system of transportation or was 
engaged in the general transportation of freight in addition to its 
passenger and express business. Plainly and admittedly, the defend- 
ant railway was not operated as a part of a general system of steam 
railroads for transportation. It had two switching connections, one 
direct and the other over a private siding, with the New York 
Central, a system of steam railroads, but it was independently op- 
erated, and not as a part of that system. Its traffic relations with 
the New York Central were limited to receiving over these switches a 
few carloads of inbound freight; and so far as the New York Central 
is concerned, delivery was made and demurrage began to run as soon 
as those cars were received by the defendant railway. Nor can it 
be said upon the facts found that the defendant railway was engaged 
in the general transportation of freight in addition to its passenger 
and express business. It is true that the Commission’s report refers 
thereto as less-than-carload freight, but this freight service appears 
to have consisted of packages and parcels, and is more nearly like 
that which is called express than freight traffic. In any event, the 
amount thereof is exceedingly limited, not exceeding 5 per cent of the 
gross earnings of the defendant company. Such an incidental and 
relatively insignificant and unimportant freight business cannot be 
called the general transportation of freight in addition to its ex- 
press business. 

, Our conclusion is that the order of the Interstate Commerce Com- 
mission is in excess of any power and jurisdiction conferred upon _ it 
by the Interstate Commerce Act, and is void and without effect. The 
motion to dismiss will be denied and a preliminary injunction will be 
granted as prayed. 


MILEAGE BOOK HEARING 
The Trafic World Washington Bureau 


Proponents of legislation providing for the issuance of 
mileage books completed their presentation of testimony before 
the House committee on interstate and foreign commerce March 
24. The last witnesses were D. K. Clink, secretary-treasurer, 
and Walter D. Murphy, president, of the International Federa- 
tion of Commercial Travelers’ Associations. Mr. Clink said the 
organization had 650,000 members. He asked for a 25 per cent 
discount in passenger fares. He said a commercial traveler, on 
an average, covered 13,000 miles a year. The policy of the rail- 
roads with regard to passenger fares, he declared, is driving 
thousands of commercial travelers to the automobiles. One Chi- 
cago house, he said, was using 55 automobiles for its travelers. 

Criticism of the practice of the railroads giving passes to 
employes and members of their families was made at the hearing 
March 28 before the House committee on interstate and foreign 
commerce on mileage book legislation when Alfred P. Thom, 
general counsel, and E. L. Bevington, chairman of the Trans- 
continental Passenger Association, appeared in behalf of the 
railroads. : 

Representative Huddleston, of Alabama, said he found, in 
traveling, that half the people in the coach were traveling on 
Passes, after he had suggested that the issuance of passes 
stimulated passenger travel. Chairman Winslow said the rail- 
roads ought to cut out passes to local physicians and lawyers 
who devote only a part of their time to railroad service. 

Mr. Thom made a brief statement as to the position of the 
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railroads with reference to mileage book legislation. He said 
the carriers were opposed in principle to the character of legis- 
lation proposed, but that they did not desire to be “contentious” 
about it. He said they would furnish the committee as a mat- 
ter of information a statement as to the effect of mileage book 
legislation as viewed by the railroads, but that the statement 
would be submitted without “argument or contention.” He read 
a letter, however, from H. J. Hart, general counsel for the 
Bangor & Aroostook, to the effect that passage of the pending 
bill would have a disastrous effect on the passenger revenues of 
that company. Mr. Thom said he read the letter because he 
had not had opportunity to consult with Mr. Hart. 

Mr. Bevington said passenger revenue in 1920 totaled 
$1,288,808,159 and in 1921, $1,153,752,002. After deducting the 
surcharge, commutation and excursion traffic collections, he 
said about $1,000,000,000 of passenger revenue would be left and 
that he based his computations as to the effect of mileage books 
on the revenue of the railroads on that amount. He said it was 
estimated that if 1,000-mile books were ‘sold at a reduction in 
fare of 20 per cent, there would be a loss in revenue annually 
of $50,000,000. If a reduction of 30.5 per cent were made, the 
loss would be $137,250,000, he said. If 3,000-mile books were 
sold at a 20 per cent reduction, he said the loss would be $30,- 
000,000, and on a 30.5 per cent reduction, $76,250,000. The loss 
resulting from a 20 per cent cut on 5,000-mile books, he said, 
would be $20,000,000, and on a 30.5 per cent cut, $38,125,000. He 
explained that the loss would decrease on the larger books be- 
cause not so many people would be able to buy them. 

When mileage books were sold and were limited as to inter- 
change thereof with other railroads, the witness said, not less 
than 20 per cent of the total passenger traffic moved on mileage 
tickets, and in some instances as high as 60 per cent. If mileage 
books were issued for use on all lines throughout the country, 
he said, the percentage of travel moving on the books would 
be much greater. He said if mileage books were issued at 2% 
cents a mile, they would be used to defeat the local and interline 
one-way fares. He said the loss on a one-way passenger from 
New York to Chicago, if books were issued at 2% cents a mile, 
would be $10. 


Mr. Bevington did not believe that a reduction of 20 or 25 
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per cent would stimulate travel greatly. He said there was no 
doubt but that tourist and convention rates stimulated travel, 
but that he did not believe a reduction in the basic rate per mile 
would do so. He said if the bill were passed, it would practically 
be legislating as to the basic rate per mile. In answer to questions 
he said no doubt a lower rate would stimulate travel somewhat. 

Representative Huddleston pointed out that whether or not 
traffic would be stimulated by a reduction depended on economic 
conditions. He then referred to the issuance of passes, asking 
whether that did not stimulate travel. 

“It did in the old days,” said Mr. Bevington, referring to 
the period before the anti-pass legislation was enacted. 

Representative Cooper asked what increase in travel the 
roads would have to have to make up for a reduction to 2% 
cents, and the witness said 43 per cent over the present volume 
of travel. 

Chairman Winslow said if the railroads had to put on addi- 
tional equipment and crews, the revenues would have to be fur- 
ther increased to make up for the extra cost of operation. 


Representative Johnson, of Mississippi, after having Mr. 
Bevington explain what the duties of his position were, asked 
him what his salary was. This resulted in a lengthy debate 
among the members of the committee as to whether the witness 
should be required to answer, most of them taking the position 
that the question related to the personal affairs of Mr. Beving- 
ton and that at least he should not be required to answer unless 
he desired to do so freely. 

Whereupon Mr. Johnson asserted that before the transporta- 
tion act was passed one railroad official was getting $125,000 a 
year and that a number were getting $50,000 a year. He said 
that in view of the fact that the transportation act “guaranteed” 
a return to the railroads the public had the right to know what 
salaries were being paid. He said he would not have asked the 
question if the law had not provided for a “guarantee,” but that 
if “fabulous” salaries were baing paid and the railroads were 
refusing at the same time to reduce rates, the public had a right 
to know it. 

Chairman Winslow ruled that the question: was in order, but 


that he felt the witness should be allowed discretion as to 
answering it. 


“I could have ended this debate some time ago, gentlemen,” 
said Mr. Bevington. “After 35 years of service with the rail- 
roads, I am getting the munificent salary of $9,000 a year.” 


Representative Hawes said he believed the Interstate Com- 
merce Commission should take the question up to the end that 
Mr. Bevington would get an increase in pay. 


Mr. Johnson then moved that all the debate of the com- 
mittee members as to whether or not Mr. Bevington should 
answer the question be stricken from the record, leaving it 
showing only the original question and the final answer of the 
witness. By unanimous consent this was ordered by the chair- 
man. Mr. Johnson did not say whether or not $9,000 was a 
“fabulous” salary, but his action in moving that the record be 
deleted as to the debate on the question was taken to indicate 


that he did not bélieve that Mr. Bevington’s salary came in that 
class. 


Numerous reasons why sale of mileage book tickets at re- 
duced rates would be objectionable were put forth by Mr. Bev- 
ington on his second day before the committee. In answer to 
the assertion that mileage books would increase travel by com- 
mercial travelers, he said the movement of a traveling salesman 
was controlled by his own interests, the interests of his firm 
and by general business conditions. Furthermore, he said, trans- 
portation is but one item of cost of travel. 


Abuses in checking of baggage would follow issuance of 
mileage books, the witness said. He pointed out that the holder 
of a book could check baggage over a road not traveled by the 
holder and that commercial houses could ship baggage from 
one point to another on a mileage book ticket although no one 
traveled between the two points, the ticket, after being punched 
for baggage, being used over another route. 


Mr. Bevington said the point had been raised that the rail- 
roads would benefit by the interest received on mileage book 
receipts. He estimated that the theoretical value to the rail- 
roads per mileage book for the use of the money received there- 
for would be 1.4 cents and that that did not take into considera- 


tion the cost of accounting which he estimated at $1,000,000 a 
year for the roads as a whole. 


Ben B. Cain, in behalf of the American Short Line Railroad 
Association, submitted the objections of the short lines to the bill. 
He said the short lines in many instances served resorts and 
that holders of mileage books would interchange them and de- 
feat the regular fare. He also said holders would ship baggage 
over one route, and perhaps travel between the two points by 
automobile and then use the ticket punched for baggage over 
some other route. The expense of accounting work necessary if 
mileage books were sold, he said, would bear heavily on the 
short lines. He suggested that the bill be amended to provide 
that the Interstate Commerce Commission could exempt any car- 
rier from the requirement of selling mileage books or accepting 
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mileage book tickets where it was shown that because of inade- 
quate revenue or other good cause, the carrier should be exempted. 

Mr. Cain also suggested that the bill be amended so that 
users of mileage books would have to buy regular tickets with 
scrip. The scrip would not be good on trains. This provision, 
he pointed out, would prevent abuses as to the carriage of bag- 


gage. The American Electric Railway Association approved the 
recommendations of the short lines. 


HEARINGS ON BACHARACH BILL 


The Trafic World Washington Bureay 


After witnesses had been heard in opposition to and in favor 
of the Bacharach bill barring federal courts from acting on 
petitions to set aside orders of state commissions, the House 
judiciary committee announced this week that hearings would 
be resumed in one month. (See Traffic World, March 25, p. 652.) 
Representatives of the National Investment Bankers’ Association 
and public utilities appeared against the measure. The con- 
stitutionality of the proposed legislation was attacked by former 
United States Senator Thomas of Colorado. Clyde M. Reed, 


chairman of the Kansas commission, appeared in support of 
the bill. 





.) 


Personal Notes 


@ 





The annual meeting of the Traffic Club of Chicago was held 
Tuesday evening, March 28, in the ballroom of the La Salle 


Hotel, four hundred 
and fifty members 
being present. There 
was a dinner preced- 
ing the meeting and 
an entertainment 
afterwards. The _ re- 
sult of the _ election, 
held earlier in the 
day, was announced 
as follows, there be- 
ing but one ticket in 
the field: President, 
J. A. Brough, traffic 
manager, Crane Com- 
pany; first vice-presi- 
dent, E. K. Fleming, 
general agent, Chi- 
cago, Burlington & 
Quincy R. R. Co.; 
second vice-president. 
Charles E. Barnes, 
Warehouse Depart- 
ment, Peter Schoen- 
hofen Brewing Com- 
pany; third vice-pres- 
ident, E. L. Whitney, 


assistant _ general 
freight agent, New York Central R. R. Co.; secretary, E. S. 


Buckmaster, assistant general agent, American Railway Express 
Co.; treasurer, R. J. Wallace, traffic manager, Jaques Manufac- 
turing Company; directors for two years, R. B. Robertson, assist- 
ant freight traffic manager, Union Pacific System; J. F. Coyken- 
dall, treasurer, Chicago Great Western R. R. Company; B. S. 
Garvey, vice-president, Illinois Bell Telephone Company; H. H. 
Bascom, traffic manager, Steel & Tube Company of America. 





J. A. BROUGH 





J. L. Wells has been appointed traveling freight agent for 
the Atlantic Coast Line, at Miami, Fla. 


F. G. Dorety has been appointed general solicitor for the 
Great Northern. A. L. Janes has been appointed assistant gen- 
eral counsel and R. J. Hagman, assistant general solicitor for 
the same line, at St. Paul. 


William Fitzgerald has been appointed assistant general 
freight agent for the Chesapeake & Ohio, at Richmond, Va. ; 

Webb C. Ball, originator of the present system of standardi- 
zation of watches and clocks by which the railroads are operated, 
and founder of the Official Bureau of Railorad Timer Service, 
died, March 7, at Cleveland, Ohio. 


E. A. Terpenning has been appointed traveling agent for the 
New York Despatch Refrigerator Line and the National Despatch 
Refrigerator Line, at New York. 


M. L. Countryman has been elected vice-president and gen- 
eral counsel for the Great Northern, succeeding E. C. Lindley, 
who resigned. 

C. B. Stillman, general freight and passenger agent for the 
Susquehanna & New York Railroad, died at New York, March 20. 


J. H. Barrett has been appointed traffic manager for the 


Southeastern Express Co., succeeding G. H. Kerr, who resigned 


Ap) 
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te accept service with the Southern Railway. Mr. Barrett has 
been succeeded, as assistant traffic manager, by O. C. Brohaugh. 

E. A. Shepherd, general controller of the U. S. Shipping 
Board Emergency Fleet Corporation, has retired from that posi- 
tion to do special work for the board. L. M. Stevens, general 
auditor, has been made acting general controller. 

J. A. MacGregor has been appointed district freight agent 
for the Canadian Pacific Railway Co. and its affiliated lines, and 
has taken charge of the newly opened district freight office of 
those roads, at Indianapolis. 

At a meeting of the board of directors of the Arizona Eagt- 
ern Railroad Company, C. M. Scott was elected vice-president to 
fill the vacancy caused by the retirement of L. H. Long; this 
in addition to Mr. Scott’s present office of general manager. Mr. 
Scott’s headquarters will be at Phoenix. 


DOINGS OF THE TRAFFIC CLUBS 


The annual meeting and election of officers of the Marion, 
Ohio, Traffic Club will be held in connection with a banquet at 
the Busy Bee, April 6. 








The New Jersey Industrial Traffic League has made a change 
in the time of its meetings. Hereafter they will be held in con- 
nection with dinner at six o’clock. The first meeting under 
the new plan will be held at the Berwich Hotel, Newark, April 6. 

The Grand Rapids Traffic Club has elected the following of- 
ficers: President, Harry E. Willard; vice-presidents, Clare J. Hall 
and William Vyn; secretary, Walter H. Cowdin; treasurer, 
Frank E. Coombs. 





The New York University Transportation Club will hold its 
third open forum meeting at New York University, April 6. T. 
B. Brenack, president, Brenack Stevedoring & Export Packing Co., 
will speak on “Boxing and Packing as Related to Traffic.” Robert 
Craft, traffic manager, D. C. Andrews & Co., will speak on “Ex- 
port and Import Freights.” 





The third annual meeting of the Burlington, Iowa, Shippers’ 
Association was held at the Hotel Burlington, March 14. The 
speakers were Ralph M. Field, traffic manager, Burlington Cham- 
ber of Commerce; Joseph H. Beek, executive secretary, National 
Industrial Traffic League, and Louis Lau, astrologer and lexi- 
ographer. George A. Blair, generai traffic manager, Wilson & 
Co., was toastmaster. 





At the meeting of the Transportation Club of Louisville, 
held at the Tyler Hotel, March 21, F. L. Speiden, agent, Louis- 
ville Tariff Bureau, spoke on “Freight Rates vs. Business.” J. 
G. Kerr, assistant general freight agent, L. & N., spoke on “Louis- 
ville’s Advantages from a Rate Adjustment Standpoint.” The 
club has joined in the drive for funds for devastated France, 
selecting Miss Adalisia Shacklette, an employe of the L. & N., as 
its candidate for the most popular self-supporting young woman 
in Louisville. 

W. J. L. Banham, of New York, chairman of the committee 
working for the organization of a national association of traffic 
clubs, reports that he has sent letters to 73 traffic clubs,: with the 
result that New York, Chicago, Dayton, Kansas City, Minne 
apolis, Newark, New England, St. Louis, Troy, York, and Pitts- 
burg have appointed delegates to the proposed organization meet- 
ing; Decatur, Denver, El Paso, Utica, Elmira, and Louisville, 
“subject to approval of dues by organization”; Atlanta, Balti- 
more, Los Angeles, Memphis, Waco, Detroit, Peoria, and Port- 
land, “approved by members and referred to executive board”; 
Cleveland, Ft. Worth, Houston, Indianapolis, Kalamazoo, Lansing, 
Pacific Transportation Club (San Francisco), Spokane, Washing- 
ton, and Jersey City, “before board of governors—no action taken 
to date.” He has had 41 replies to his 73 letters. New York has 
appointed its president, T. T. Harkradder, and its secretary, C. 
A. Swope, as delegates to the national organization meeting, and 
the club, at a meeting March 28, endorsed the movement. 





The annual dinner of the Traffic Club of Pittsburgh, always 
an event of nation-wide interest in transportation and traffic 
circles, is scheduled for Thursday, April 20, in the William Penn 
Hotel. Arthur W. Thompson, president of the Philadelphia Com- 
pany, will officiate as toastmaster and special guests of the occa- 
sion will be Dwight B. Morrow, of the J. P. Morgan & Co., New 
York, and Charles Donnely, president of the Northern Pacific 
Railway, both of whom will address the diners. This function 
will be the twentieth event of the kind in the history of the or- 
ganization. The presence of many guests is assured. 


CENTRAL OF GA. EQUIPMENT CERTIFICATES 


The Central of Georgia has been authorized by the Commis. 
sion to assume liability in respect of $660,000 of 5% per cent 
equipment trust certificates in connection with the acquisition 
of 500 steel underframe ventilated box cars at a total estimated 
cost of $825,000. 
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EMERGENCY RANGE CATTLE RATES 


The Trafic World Washington Bureau 


Application has been made by the live stock interests of the 
southwest for a restoration of the so-called emergency rates on 
range cattle that were made by the railroads last spring, when 
the industry was said to be far more flat than a flounder. 'The 
emergency rates were those in effect prior to Ex Parte 74. The 
movement of cattle from the breeding ranges in the southwest 
to the pastures in Oklahoma, Kansas, the Dakotas and Nebraska 
was disappointingly small. 

A long conference on the subject was held March 29 by Chair- 
man McChord and Director Hardie with representatives of the 
live stock associations and the railroads. The application was 
filed by Samuel H. Cowan and backed by Clifford Thorne, John 
E. Benton, E. B. Spiller, T. W. Tomlinson and other representa- 
tives of state commissions and live stock organizations. 

Edward Chambers, L. J. Spence, and Conrad E. Spens took 
the part of the railroads in opposition to the request, although 
they were not unalterably opposed. They were willing to listen 
to what the stock men had to say. Technically the application 
was for an extension of the 20 per cent reduction ordered in 
the Western Live Stock case, to all hauls. The Commission, in 
its order, limited its application to rates of 50 cents per 100 
pounds or in excess thereto. The fact that the applicants desired 
the elimination of Ex Parte 74 increases was developed at the 
conference which was attended, in behalf of constituents by 
Senator Ashurst of Arizona, Representative Hudspeth and Repre- 
sentative Jones of Texas, whose constituents are very largely in- 
terested in the cattle business. 

“Last year when the rates were reduced we had not a dol- 
lar with which to do any business,” said Mr. Cowan. “Now the 
cattle men are able to finance operations but they cannot pay 
these high rates. Last year they could do nothing at all because 
they were disappointed in their plans for financing the operations 
they desired to undertake. This year the War Finance Corpora- 
tion is providing money, but not enough to enable the industry 
to do much without help from the transportation interests.” 

During the conference it was pointed out that most of the 
originating roads, last year earned a very fair return on their 
investment, except the Texas, Mexico & Orient, for which con- 
gressional influence was sought in behalf of a loan of $1,000,000. 

E. H. Shaufier, general traffic manager for the Orient, who 
came into the conference after it was started, asked that that 
road be exempted from whatever agreement or order might be 
made in answer to the application whether it provide for applying 
the 20 per cent reduction to the hauls that have not yet had it, 
er whether it provides for the elimination of Ex Parte 74. That 
road, he said, had run $800,000 behind its operating expenses 
last year. 

“But you will be worse. off than ever if the live stock busi- 
ness along your lines is killed, won’t you?” asked Mr. Hudspeth. 

“Then both of us will be in a bad way,” admitted Mr. 
Shaufier. 

“We are trying to save both,” answered the congressman. 

In answer to questions by Chairman McChord it was esti- 
mated by Mr. Tomlinson that by eliminating Ex Parte 74 in- 
creases from range cattle the loss to the railroads would be not 
more than $300,000. Mr. Chambers thought it would be more. 
By applying the 20 per cent cut to all hauls, the ioss, Mr. Tom- 
linson said, would be less than that, assuming there would be 
no stimulation in business. All the cattle men, however, had 
insisted the stimulation would result in a greater instead of a 
smaller net. 

The railroad men participating in the conference with Chair- 
man McChord, Director Hardie, and live stock men on the appli- 
cation of the cattle men for a restoration of the so-called emer- 
gency rates on range cattle, were to tell the chairman, March 31 
whether they would or would not reduce rates this spring, to en- 
able cattle men, particularly those in western and southwestern 
Texas and eastern New Mexico, to move their cattle to ranges 
in the states to the north of them. 


Discussion was so thorough that when the conference came 
to an end it seemed to be a question whether the railroad men 
would agree to extend the twenty per cent reduction to all hauls, 
or whether they would agree to take off Ex Parte 74 increases. 

Throughout the discussion the railroad traffic men main- 
tained they had been more liberal to the cattle industry, in the 
way of concessions from the rates authorized by the Commission 
than to any other industry. 

“Yes, but other industries are not under any necessity of 
moving themselves to places where they may obtain feed and 
water,” remarked Commissioner McChord by way of answer to 
the observations of L. J. Spense about the criticisms he said had 
been shown by other industries on account of the favors he con- 
tended had been shown to live stock men. 

Mr. Chambers pointed out that the request made by Mr. 
Cowan meant a saving, to the shipper, from $7 to $12 per car, 
or from thirty-three to forty cents per head of cattle. He ques- 
tioned whether such a reduction would be as helpful to the cattle 
men as it would be damaging to the railroads. The cattle men 
expressed the view that the sentimental effect would be much 





April 


lf 


as AS OH USS 





April 1, 1922 














THE TRAFFIC WORLD 





715 












































































































Ss 
ureau 
ft § ial Servi 
Ss on 
| SpecialService 
The 
0 In order that our clients and others seets Gee 
ies may understand perfectly the functions senecice micas Hawetion Stonmnship Os. 
tl ® : _ erican Ship and Commerce Navigation Corp’n 
the and processes of a well-organized for pons asl ses A 
John warding house, we have prepared a 
_ Graphic Chart and a descriptive book- American-Hawaiian S. S. Co. 
took let entitled ‘‘What We Do and How INTERCOASTAL SERVICE 
“te We Do It.” Between New York, Boston, Philadelphia and Los 
ation ° Angeles, San Francisco, Portland, Seattle and Tacoma 
7 Our clients have them both and value hie Site. aaaueen 
“ them h ighly 4 oe-ee.0 penerreeeee x sili a on i ens 
sired Send for yours at once—no obliga- ccc ee ae r 
t yo tion Eisavs Riera Darokie Apr. 22 Apr. 29 Apr. 27 
tnd I ° : ] d : : f Sailings every Thursday from New York, every 
“agel t 1s simply our adesire to inform other Saturday from Boston and Philadelphia, 
aj : : and fortnightly from the Pacific Coast ports 
ties those interested in the nature and scope aiaea detnsnnthactedingpaatiaaaaaiass 
w the of Andrews Service. EUROPEAN SERVICE 
t pay U. 8. Pacific Coast Ports te the Principal Ports of the United 
cause : Kingdom and Continent—Direct Fort- 
itions Established 1884 nightly Sailings 
rpora- nse eee ieerteeammnenel 
lustry Joint Services with 
_ is D. c. ANDREWS & CO., Inc. Ham burg-American Line 
yp Poe 27-29 Water Street, New York — To Hamburg 
1 con- Boston Office Philadelphia Office NEW YORK TO HAMBURG 
0,000. 44 Broad Street 788 Drexel Building i ea ois aceedaediwarkacdadescrasat Apr. 1 
» who 8.8. ea ene babiechiunaiaeniiiengniaiestel Apr. is 
res hg abaabposnaneenesennanenssenenae 
: aK eye SED 0:05:00 0000960:00:6000-660 000068066 pr. 
plying *Carries third-class passengers. ¢Cabin and third-class passengers 
gh ere - LOADING PIER 86, NORTH RIVER 
penses PHILADELPHIA TO BREMEN AND HAMBURG 
eS re | Ay | | S.S. OREGONIAN (via Baltimore) ............e.eeeee. Apr. 19 
¢ busi- S.S. GEORGIAN (via Baltimore and Norfolk)......... May 6 
_ e , _BOSTON TO BREMEN AND HAMBURG 
~ ve | i(e an | er S.8. CALLISTO (via Baltimore and Norfolk) .......... June 7 
S a BALTIMORE TO BREMEN AND HAMBURG 
74 in ; SS. OREGONIAN. -scerescrsscoscvsccecceceececcececABE: 36 
be not Learn By 7 Ais i. See ees eas ie. 35 
Tom- oe NORFOLK AND NEWPORT NEWS TO BREMEN 
uid. be New Quick Method AND HAMBURG 
r, had S.S. THEMISTO  .... cc ec ce cece ccc ececccececcvecccens Apr. 1 
Sas ee I iin cecnv de iphatecaaiitekeanceviead Apr. 18 
— 0 NEW ORLEANS TO BREMEN AND HAMBURG 
air- i SI 0. cu innsusupamsisapeizammownill Mid-April 
, appli- . ] $2 500 $10 000 S.8. SACHSENWALD ..............s0ccceeceeeee Early May 
—_. a ary | to 9 Through bills of lading via Hamburg issued to all ieaiinenien 
rch A Year and More er : 
_ to en- ee ee 
vestern Get into this new big pay field now! The traffic directer of a Detroit NEW YORK TO DUTCH EAST INDIES 
ranges Of course every man canner eaual these tine. = successes, bar at Penang, Belawan-Deli —_ ~a. Singapore, Batavia, 
fascinating ee fetenpen interesting ons the rie are Ti S.S. THE LAMBS ......... ae nies wale cewekieeeaecce we Apr. 10 
Ay fae ee eee for one of thees Leading Pier 21, Pouch Terminal, Clifton, 8. L 
1 m . - 
h ] 3 7 e = —_ _o 
ae . ———— 0 ae Time ; NEW YORK TO NORTH AFRICA AND LEVANT 
.+< pad simple method of apare time study. ‘The American Commerce Asso- é SS. THE LAMBS ..........secccses- a — nit = 10 
mission conauiaaly aanet time. tn ; oat need to ,- > = i a4 Leading Pier 21, Pouch Terminal, Clifton, 8. L 
— F ine lhe gu after you have quali we assist you to secure 
ssity of General Offices: 39 BROADWAY, New York 
ed and Write for Free Illustrated Booklet Telephone WHITEHALL 1020 
SV Let us send you this free illustrated book on traffic management and WESTERN FREIGHT OFFICE 
a = seaful members and a Sey way of wen enh yf = o> Chicago, 327 South LaSeile Street Phone Wabash 4801 
ou success restige 
Don't delay r Send € ua postal todas! pr hn Boston, 40 Central Street Phone Congress 3084 
ae nN og og pa 
ar, urgh, iver g. one ran - 
‘e cattle Dept. 24-A 4043 Drexel Bivd., Chicago, Iil. Williams, Dimond & Co., 310 Sansome St., San Francisco 
tle men 


Ye much 

















716 





greater than the financial. It would suggest to the men who had 
lost as much as $50 per head of steers, and whose wives had to 
take to selling butter and eggs to get money that somebody was 
trying to do something for them other than kick them. They 
said some of the bankrupt cattle men had not been able to pay 
taxes for the last three years. 


LIVE STOCK RATES IN SOUTHEAST 


The Trafic World Washington Bureau 


Application for the establishment of a live stock rate 
structure in the southeast that will more nearly resemble struc- 
tures in other parts of the country has been made by the South- 
eastern Live Stock Association in the form of a Complaint (No. 
13615), against the Louisville & Nashville and other railroads 
in the southeast. The attack, by means of which the associa- 
tion hopes to clear away the present adjustment, is made against 
not only the rates but the rules and regulations. 

The complaint alleges the members of the association and 
supporters thereof, who are represented as producers, shippers, 
feeders, breeders, dealers and slaughterers, have been long and 
are now suffering from a lack of reasonable rates, rules and 
regulations. The association suggests, as providing reasonable 
rates on cattle in single-deck cars, swine, sheep and lambs, 
goats and kids and calves in double-deck cars, a mileage scale 
beginning with 7 cents. per 100 pounds for ten miles and less, 
and 8 cents for more than 10 miles but not more than 15 
miles; progressing by a half cent for each five-mile block to 15 
cents for 80 miles; then by a half cent for each 10-mile block 
to 27 cents for 300 miles, with a whole cent jump for the block 
between 300 and 315 miles; then by half cent increases for each 
15-mile block to 32.5 cents for 450 miles; then by half cent 
increases for 30-mile blocks to 660 miles for 36 cents; and 
then by one-cent increases for each 30-mile block to 1,500 
miles, for which distance the rate proposed is 64 cents; these 
rates to apply on single line hauls. For two or more line hauls 
it suggests the addition of 2.5 cents per 100 pounds for hauls 
up to 290 miles, with decreasing allowances for distances up 
to 750 miles, beyond which it thinks there should be no dis- 
tinction between single line and joint hauls. It thinks the joint 
rates should apply only via two or more lines not under the 
same ownership, control or management. That limitation would 
make single line rates apply over much of thé mileage in the 
southeast. 

As to the relationship of rates on the different kinds of 
live stock, the association suggested that calves and hogs in 
single-deck cars should take 115 per cent of the scale; sheep, 
lambs, goats and kids, in single-deck cars, 125 per cent of the 
scale, and stocker and feeder animals, 75 per cent of the scale. 

As to minimum weights, it suggested 22,000 for cattle and 
20,000 for stocker or feeder cattle; hogs in single-deck cars, 
17,000, and double-deck, 23,000; stock hogs, single-deck, 14,000 
and 20,000; sheep and lambs of all kinds, goats and kids, 14,000 
and 18,000; calves, 16,000 and 24,000; and stock calves, 14,000 
and 20,000, with increases or decreases varying with the size 
of the cars furnished. 


A rule for application at the primary markets, named in 
the complaint, in the case where a carrier is unable or un- 
willing to furnish all or part of the double-deck cars ordered 
by a shipper, suggested by the association is that when only 
one double-deck car is ordered, two single-deck cars may be 
furnished instead; three, where two are ordered, and so on; 
that when ten double-deck cars are ordered and not furnished, 
the carrier’s duty shall be to furnish 14 single-deck cars, and 
in that ratio for all orders of 10, or multiples thereof, in excess 
of 10. 


On shipments in single-deck cars supplied in lieu of double- 
decks, the association proposes that charges shall be assessed 
at the rate and minimum weight (actual weight if greater) 
applicable to the shipment had it moved in double-deck cars or 
cars of the number ordered but not supplied; provided the 
stock loaded in single-deck cars furnished could have been 
loaded in the double-deck cars or cars of the number and size 
ordered. 


In the event of stock being fed and watered, and there are 
proper facilities for ascertaining hoof weights at destination, the 
fill allowances to be deducted are: Cattle, carloads, en route 
12 hours or less, 500 pounds; en route more than 12 hours, 800; 
hogs, single-deck cars, 300; hogs, double-deck, 600; and sheep 
and goats, no deduction. If the stock has not been fed and 
watered, destination hoof weights will be used without deduc- 
tion, is the rule proposed. 

The complaint contains suggestions as to proper rules for 
ascertaining weights and the calculation of fill allowances to 
be deducted from hoof selling weights before waybilling, and 
things of that kind. 

Specific allegations that the fourth section is being vio- 
lated every time shipments are made on seme of the rates now 
in effect are made. The violations, it alleges, are of both the 
older clauses in that section, namely, the long and short haul 
and the aggregate of intermediates. 
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CEMENT RATES TO ILLINOIS 


Hearings in a series of cement cases involving rates into 
and within the states of Illinois, Iowa, Kansas and Indiana, were 
begun before Examiner John T. Money, in Chicago, March 29. 
In effect, the cases as a whole involve the Shreveport principle, 
the general allegation in the various complaints being one of 
discrimination against plants shipping into these states in inter- 
state commerce, and in favor of plants within the states ship- 
ping in intrastate commerce. 

No. 12710, Atlas Portland Cement Co. vs. C. B. & Q. et al., 
and No. 13387, Missouri Portland Cement Co. et al. vs. A. T. & 
S. F. et al., involving the discriminatory question as regards 
Illinois, were heard first. An attempt on the part of the com- 
plainants in the first mentioned case to amend the complaint 
so as to allege discrimination under paragraph 4, of section 13, 
in accordance with the recently expressed opinion of the Su- 
preme Court in the Wisconsin case, failed, when defendants and 
interveners objected on the ground that their cases had been 
prepared with a view toward disproving the allegations of 
discrimination between places and persons rather than between 
interstate and intrastate commerce. 

The situation under which the Illinois intrastate rates be- 
came and were allowed to remain on a substantially lower level 
than the rates from adjacent states into Illinois arose by reason 
of the Commission’s decision in the cement investigation (Docket 
No. 8182), reported in 52 I. C. C. 225-234. In that report the 
Commission prescribed a series of four mileage scales to be 
applied on cement in Western Trunk Line territory and the 
territory immediately to the east. The first of these scales 
(so-called scale No. 1) was to apply in Illinois territory, includ- 
ing southeastern Wisconsin, and the second (scale No. 2) was 
to apply to the rest of Wisconsin, the northern peninsula of 
Michigan, southeastern Minnesota and the territory between the 
Mississippi and Missouri rivers. Scale No. 1 began with a rate 
of 5 cents for the first 5 miles, increasing to 11 cents for 300 
miles. Scale 2 began with a rate of 5% cents for the first 5 
miles and increased to 12.5 cents at 300 miles. 

Before the effective date of the order mentioned, however, 
the Commission, in a supplemental order, combined scale 1 and 
2 territory, applying scale No. 2 rates to the new group thus 
formed. The Illinois commission, however, never allowed the 
interstate scale to become effective intrastate, and the grouping 
system or rates then in effect has remained until now. 


Walter Young, general traffic manager of the Atlas company, 
said the discrimination caused by these two sets of rates had 
been aggravated by the various percentage increases, in conse- 
quence of which his plant at Hannibal, Mo., could not ship and 
sell in competition with plants at La Salle, Oglesby and Dixon, 
Ill. He pointed out that in many instances the rates from the 
Illinois points to intrastate destinations were far lower to points 
which, in many cases, were nearer, in miles, to the Hannibal 
plant. Cairo, he said, was 247.41 miles from Hannibal and had 
a rate of 17 cents. From La Salle and Oglesby, he said, the 
distance was 294 miles and the rate 13.5 cents. Another example 
cited was Springfield, which the witness said was 100.7 miles 
from Hannibal and to which a rate of 12.5 applied from that 
point. From Dixon to Springfield was 154.6 miles, for which 
haul, intrastate, a rate of 11 cents applied. 

He said that, in his opinion, a fair basis of rates to apply, 
interstate and intrastate, in the original scale 1 territory, would 
be scale No. 1 rates increased by 2 cents and 35 per cent. This. 
in effect, he explained, would require the Commission to “go 
back to first principles” and reaffirm the order it had once set 
aside. 


Similar testimony and examples of alleged discrimination 
were put in by witnesses for the complainants in No. 13387, 
which involved the plants of the Missouri Portland Cement 
Company, at Prospect Hill, Mo., and the Continental Cement 
Company, at Continental, Mo., both within the St. Louis switch- 
ing district. J. A. Coffey, general traffic manager of the Mis- 
souri company, put into the record a series of exhibits on car- 
mile earnings which, he said, proved the interstate rates to be 
unreasonable per se. He said he thought the scale asked for 
by Mr. Young would be reasonable for intrastate as well as for 


.interstate cement traffic. 


The position of the carriers in the cases involving the rates 
on cement within and into the state of Illinois was made clear, 
on the second day of the hearing, March 30, by T. E. Bond, as- 
sistant traffic manager for the Elgin, Joliet & Eastern, and L. C. 
Mahoney, assistant general freight agent for the C. B. & Q. Both 
these men insisted that the interstate rates into Illinois were not 
unreasonably high and objected to any move on the part of the 
Commission to lower them. Especial objection was raised to 
the plan proposed by the complainants .to redivide the territory 
west and north of Illinois into two groups with two scales of 
rates. 


In the first place, Mr. Mahoney said, the result would be a 
complication of the cement rate structure, the simplification of 


which the Commission had in mind when it issued its supple-- 


mental order in No. 8182, combining the two groups. In addi- 
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tion, he insisted, scale one rates increased as proposed by ‘the 
complainants was too low to be profitable. 

No attempt was made to adhere strictly to the scale 2 rates, 
however, and Mr. Mahoney said that the carriers were willing 
to stand by the offer made in the Universal case, at the hearing 
last January, and reduce the Ex Parte 74 increase on the cement, 
rates into Illinois from 40 to 35 per cent, and he asked that the 
scale, so amended, be extended to cover intrastate traffic. He 
also advocated departures from the mileage scale in rates to 
Chicago and other large terminals. He said that the rate from 
Buffington, Ind., to Chicago ought to be reduced to a figure low 
enough to get back some of the business that the railroads had 
lost to the motor truck between those points. Then, he said, 
the rates from the Illinois points and from Hannibal and St. 
Louis ought to be reduced so as to allow the mills at those points 
to compete with the Buffington mill in the Chicago market. 

These rates, he pointed out, would have to be depressed rates, 
the extension of which to intermediate points would cause a 
severe strain on the carriers’ revenues. He therefore asked the 
Commission, in case it saw fit to adopt his plan of depressed 
terminal rates, to grant fourth section permission so that rates 
to intermediate points might be published on the mileage scale. 

Cement rates intrastate in Illinois were reasonable, accord- 
ing to E. S. Gubernator, traffic manager for the Lehigh Port- 
land Cement Company, who testified on the third day of the 
cement hearing, March 31. His company, he said, operated mills 
at La Salle and Oglesby, Ill., and the tonnage figures for cement 
shipped to Illinois destinations in the last five years showed 
that the complaints of the Missouri cement makers, that the 
preferential rates accorded to these points were driving them 
out of the business, were unfounded. 

The real cause for the falling off in the Illinois tonnage of 
the Missouri mills as well as the Illinois mills, he said, was to 
be found in the increase in the shipments from Buffington, Ind., 
to the Chicago switching district. That market, he said, con- 
sumed more cement than the remainder of the entire state of 
Illinois, and the truck shipping facilities between the mills at 
Buffington and points within the district were so adequate that 
the expedition of service would alone be a deciding factor even 
were the advantage in rate removed. 

The witness said that cement could be hauled from the 
Buffington mills to construction jobs in Chicago for 35 cents a 
barrel. This rate would leave the wholesaler a profit of 25 cents 
when cement was sold at $2.60 a barrel retail. The rail rate 
from La Salle and Oglesby was 27 cents, he explained, and the 
trucking charges from the car to the job, unloading and re 
handling charges at warehouse, and other charges, cut the whole- 
salers’ profit to 14 cents. 

He introduced car-mile and ton-mile figures which he claimed 
showed the Illinois rates reasonable, inasmuch as the earnings 
on cement by both those methods was higher than the average 
of all freight, using the Rock Island as a typical line. 


RATES ON SUGAR FROM COLORADO, ETC. 


Attempts by the western carriers to establish a 48-cent 
proportional on sugar, from points of production in Colorado, 
Utah and Idaho to Mississippi River crossings at St. Louis and 
St. Paul, met with vigorous objection from eastern producers 
and carriers at the hearing on I. and S. 1501, before Attorney- 
Examiner W. A. Disque, in Chicago, March 27. The suspended 
tariff (Boyd’s I. C. C. A-1259) named the proposed proportional 
in place of the 62-cent fifth class rate now in effect, and was 
suspended on protests from numerous eastern and New Orleans 
refiners who alleged that the 48-cent rate would disrupt sugar 
rate structures generally and would constitute a preference in 
favor of the beet sugar makers of Colorado, Utah and Idaho. 
From the latter two states, the suspended tariff proposed a 
rate 15 cents over the Colorado rate, a basis in effect since 
June, 1918. 

The details of the plans of the western carriers for captur- 
ing some of the tonnage into the east were explained by L. T. 
Wilcox, assistant freight traffic manager for the Union Pacific, 
who discussed at length the history of the sugar rates in the 
west and the necessity for the establishment of the proposed 
proportional. The 48-cent rate, he said, was 14 cents below 
the 62-cent class rate, a figure determined upon because it was 
also the difference between the proportional and the class rates 
from the eastern mills to the Mississippi River on westbound 
sugar. Applying the 15-cent differential in effect at present 
from Utah and Idaho over Colorado would result in a reduction 
of the rates to the river from points in those two states from 
77 to 63 cents. To St. Paul, he said, it was proposed to apply 
rates the same as those to St. Louis, but the reductions pro- 
posed in the case of that destination were somewhat higher, the 
present rates being 70 and 85 cents. Placing St. Paul on the 
St. Louis basis, he said, was Simply applying to sugar rates to 
the northern city the basis that applied on most other com- 
modities, and that was generally accepted bath east and west 
bound. 

Typical reductions into eastern territories, made by combin- 
ing the proposed proportional with fifth class rates east of the 
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river, were cited by the witness. These showed that the pres- 
ent rate from Colorado to Buffalo would be reduced from $1 
to 95.5 cents; to Cleveland from 94.5 to 88.5 cents, and to De- 
troit from 93 to 87 cents. 

Sugar rates, the witness continued, were in a state of per- 
petual flux, and no stable basis of rates would, therefore, be 
disturbed by the proposed reduction. In proof of this he cited 
a number of cases now before the Commission in which the 
sugar rates from New Orleans to Omaha and Kansas City, 
those from California to Indiana, and the carload minimum 
from California were under attack. He also said that tariffs of 
the eastern carriers, carrying reductions in the proportional on 
sugar westbound to the Mississippi River from New York, 
Baltimore and Philadelphia, were under suspension in I. and S. 
1448. 

“The sugar traffic is of great importance to the Union Pa- 
cific,” said Mr. Wilcox. “On our system lines, where long hauls 
are the rule, 9 per cent of the total tonnage is sugar and sugar 
beets. Over 4 per cent of our total revenue is derived from 
that traffic. We think the 48-cent proportional to the river will 
be profitable and will not be an unreasonably low rate, espe- 


cially if it is considered as a division of a through rate to 
destinations beyond.” 


E. R. Griffin, of the Great Western Sugar Refining Company, 
said that it was necessary for the western producers to market 
in the east, because more sugar was produced in the west than 
could be consumed locally. It was said that 32 new factories 
had been erected in the three states involved since 1915, and that 
from 66 to 75 per cent of all the sugar made in the United States 
was produced there last year. In spite of that, the witness 
said, the tonnage shipped east of the river was steadily falling 
off. 

“According to your argument,” said J. B. Norman, attorney 
for opposing sugar interests, “you would expect to sell your 
sugar on the Atlantic coast if you had surplus production.” 

“If I had the sugar for the carriers to haul I think I could 
get a rate that would let me sell there,” answered the witness. 


Opponents of the proposed reduction in the rate on beet 
sugar to the Mississippi River from Colorado and other moun- 
tain producing points, made plain their objections on the second 
day of the hearing, March 28. These were summed up as fol- 
lows: ‘The proposed reduction would throw the sugar rate sys- 
tem of the country out of balance, as was claimed to be shown 
by a comparison of the ton-mile earnings on sugar from New 
Orleans to Chicago, .013 for 921 miles; from New York to Chi- 
cago, .0125 for 1,008 miles, and from Colorado to the Mississippi 
River, .0138 for 900 miles. These ton-mileages, which it was 
pointed out were fairly comparable, distance considered, would 
suffer a severe break if the proposed 48-cents proportional from 
Colorado to the river, resulting in a ton-mileage of .0107, was 
allowed to become effective. 


The proposed reduction, representing as it did, the first de- 
parture from the fifth class basis for sugar in the west, would 
be an added preferential privilege to the western refiners, who 
already had the advantage of the lower cost of production. 


The proposed reduction was only the first step in an effort 
to break down the markets of the eastern refiners. Western 
Trunk Line docket No. 2062, withdrawn only after this allega- 
tion had reached the ears of the western carriers and refiners, 
had proposed to extend the suspended proportional to Chicago, 
which would have resulted in a ton-mileage of .0082. Further 
blanketing would, no doubt, be attempted. 


P. M. Ripley, traffic manager for the American Sugar Re 
fining Co., and F. R. Hathaway, secretary and treasurer of the 
Eastern Beet Sugar Manufacturers’ Association, the former 
speaking for cane sugar interests in the east and at New Orleans, 
and the latter for the entire beet industry east of the Missouri, 
presented these objections. Mr. Ripley, referring to the pro- 
portional now in effect from New York and eastern cities to the 
Mississippi on westbound sugar, which had been used by pro- 
ponents of the eastbound reduction as an argument in favor of 
their proposal, said that inasmuch as it did not move any sugar 
he would be willing to have it canceled providing the suspended 
tariff was withdrawn. 


Mr. Ripley dwelt especially on the New Orleans rates, which 
he said were at present so high that the Louisiana refiners could 
not market in Iowa, Missouri, Minnesota and adjacent states, 
where much of their sugar had hitherto been sold. Beet sugar, 
he said, was always sold on the basis of the New Orleans freight 
rate less a differential of 20 cents, although as a matter of fact 
the rate paid on the beet sugar was often much less than the 
New Orleans rate. In Denver, he said, beet sugar was sold at 
20 cents less than the price of cane at New Orleans, plus the 
$1.13 rate from that point to Denver. The jobbers in Denver 
actually paid an average rate of 17 cents on the beet sugar, he 
said, so that the consumer was forced to pay for his sugar on 
the basis of a freight rate, supposedly competitive, but actually 
restrictive. 

A striking comparison, he said, was the present rate On 
sugar from the east to Omaha. That was 95% cents for 1,455 
miles, he said. “Just compare that rate with the proposal of 
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3/6 NORTH PIER STREET, 


S. W. Cor. Dearborn and Randolph Sts. 


STORAGE AND HANDLING RATES ARE LOW. 
DON’T LET GENERALIZATIONS TURN YOU 
FROM WAREHOUSING MOST ADVANTAGEOUS- 
LY WITH US IN THE WORLD’S GREATEST PORT. 


OBTAIN UNQUESTIONED FACILITIES: CLEAN— 
DEPENDABLE — STANDARDIZED WAREHOUS- 
ING. SELECT YOUR WAREHOUSEMAN AS YOU 
WOULD YOUR OWN BANKER. 


MERCHANDISE STORAGE CO., Inc. 


BROOKLYN, N. Y. 


REGULAR SERVICES 
FREIGHT and PASSENGER 
Between 


MONTREAL 
BOSTON 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
Telephone Central 2050 





ley ie 


















New York Office: 10 


| Chicago Agent: M. E. Kienappel, 142 So. Clark Street 






Perte 
West Const, South "A yet sc irect Service 


Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, ele Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, a pi uban South Side Ports 
604-12 Qu 2 Bids.. i ad Orleans, La. 
Hanover St me Oftcg: 46 Marquette Bidg. 


New Orleans & 


South American S_S. Co. 
INCORPORATED 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 


NEW YORK and PHILADELPHIA 


AND 
MARSEILLES, SPAIN, GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, Algeria, 
Tunisia, Cette, Nice and Near East. 


General Offices: 23 Bridge Street, New York 






Philadelphia Agent: Earn Line, Bullitt Building 


THE TRAFFIC WORLD 


NEW YORK WATERFRONT | | “* Hetero soo 





DIRECT SERVICE 
via HAVANA, PANAMA CANAL, 


WEST COAST CENTRAL AMERICA, MEXICO 


Calling at Corinto, Nicaragua, La Libertad; Acajutla, San Jose de 
Guatemala, Manzanillo (Baltimore and Norfolk Eastbound) 


S.S. VENEZUELA sails from New York April 18th 
S.S. ECUADOR sails from San Francisco April 19th 


Sailings about every 18 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone. 
S.S. SAN JUAN sails April 13th 


Sailings about every 22 days 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
anila, Hongkong 


ere oe Freight Sailings by New and Luxurious U. S. 


Shipping 
S.S. p-wairomy State sails. . . April 19th 
S.S. Hoosier State sails . . . May 13th 
S.S. Golden State sails . June 3rd 


and approximately every 24 days thereafter. 


“SAN FRANCISCO-MANILA DIRECT SERVICE via Honolulu’”’ 
S.S. Creole State ... . . . April 27th 
**S.S. Wolverine State . . . . May 25th’’ 
‘‘and every 28 days thereafter’’ 
Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or te 


PACIFIC MAIL STEAMSHIP CO. 
508 a> St., San a , Steen ye en Square, N. Y. 
So. Sprin; exandria el, 
Seoweatien Agents: U. S. Shipping — 


Catskill Evening Line 


Pier 43, N. R., New York City 


Navigation Resumed 


For the Season of 1922 


Overnight freight service between New York City 
and the following Hudson River Landings: 


Catskill, Hudson, Coxsackie, Athens, 
Stockport, Linlithgo, Germantown, Cheviot, N. Y. 


Local rates include Marine Insurance. All local rates 
reduced. Freight handled to all points on the 
Albany Southern Railroad, Boston and Albany 
Railroad, Rutland Railroad. 


Via Hudson, N. Y. 


Also between above Hudson River Landings and 
points reached by 

Clyde Line 
C. R. R. of N. J. 
Mallory Line 
Pennsylvania R. R. 
N.Y. & N. J. S. B. Co. 
Middlessex Transp. Co. 


Baltimore & Ohio R. R. 

Delaware, Lackawanna & West. R.R. 
Morgan Line 

Philadelphia & Reading Ry. 
Richmond S. S. Co. 

Newark Exp. & Transp. Co. 


For any further information kindly apply to 
W. F. POOLE, Commercial Agent 
W. H. BLEHL, General Freight Agent 
R. A. HISCANO, General Manager 
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the western roads to haul Colorado sugar into Pittsburgh, a 
distance of 1,400 miles, for 86 cents,” he added, 


Mr. Ripley’s marketing testimony. did not..go uacheticnesed™ 


Before the cross-examination had ended, the fight. between the 
eastern and western Spreckels, the objections of the independents 
to the recently abandoned policy of the American company .of 
selling to the retailer direct, and a number of other phases of 
the perpetual internecine strife of the sugar interests were 
aired. 

Mr. Hathaway’s complaint was against the present proposal 
of the western beet men to come into the “back yards” of the 
eastern beet refiners in order to take away their modest business 
while insisting that a “fence be built around their territory.” 
He said that beet sugar makers in Michigan and Ohio were un- 
able to sell in Detroit, because they were undersold by the west- 
erners and because the westerners with their dry mountain climate 
could store sugar the year around, while the eastern beet sugar 
season was restricted to the cold, dry months. 


REFUND OF WAR TAXES 


All claims for the return of war tax on transportation paid 
on unreasonable rates must be filed with the treasury, on form 
843, within four years from the day on which the tax was paid, 
which, of course, was at the time the unreasonable rate was 
collected. Section 3226, as amended by section 1316 of the 
Revenue act of 1921 says, “All claim for the refunding or credit- 
ing of any internal revenue tax alleged to have been errone- 
ously or illegally assessed or collected—-must be presented to 
the Commissioner of Internal Revenue within four years next 
after payment of such tax.” 

Ruling on that point was made by A. C. Holden, deputy com- 
missioner of internal revenue, in correspondence with Joseph ‘H. 
Beek, executive secretary of the National Industrial Traffic 
League. It arose in connection with the contention that a 
shipper could not know he had paid an unreasonable rate until 
after the Interstate Commerce Commission had so adjudged it. 
Mr. Holden said not so. He said that when a shipper acted on 
his right to file a complaint with the Commission alleging a 
given rate was unreasonable and asked for a return of part of 
the money paid, then his right to file claim for return of the tax 
paid also accrued. As to how the running of the statute of limi- 


tation should be halted, Mr. Holden, in his letter to Mr. Beek, 
said: 


The running of the statute of limitations in question may be met 
by such claimant filing a claim for refund on Treasury Department 
form 843, setting forth a full statement of the facts showing the ap- 
proximate amounts for which he desires to claim refund, the approxi- 
mate dates of the payment of such taxes, a description of the shipment 
in question, and that the evidence in support of the claims will be 
furnished when the matter of adjustment or rates pending before the 
Interstate Commerce Commission (if such be the case) is settled. A 
claim for refund of tax so filed will be accepted by the department 


as a formal claim and will stop the running of the statute of limi- 
tations. 


In a circular letter to the members of the League, Mr. Beek 
called particular attention to the filing of a provisional claim for 
refund when the claim for reparation may be filled, as a method 
for stopping the running of the statute. He also advised mem- 
bers to check up their pending reparation cases and the pro- 
tection of their claims for refund of war taxes, by the filing of 
provisional claims with the treasury in accordance with the 
procedure outlined by Mr. Holden. 

Mr. Beek has also obtained a ruling from Mr. Holden on the 
subject of lumping, on one form, a number of claims for refund 
so as to make unnecessary the filing of a separate claim for 
each sum. In his letter to Mr. Holden, Mr. Beek pointed out 
that the railroads, in settling claims, in which the war tax 
amounted to less than $1, used a printed slip which said the 
company presumed the claimant would not wish to file a claim 
with the internal revenue commissioner for the refund of such 
a small amount, and, that, therefore, it was not enclosing the 
regular war tax certificate. Mr. Beek pointed out that many 
shippers have many claims for small sums, which, when aggre- 
gated, became sums of respectable size. He wanted to know if 
a number of such small claims could not be put on the same 
blank. 

Mr. Holden said it would be all right to group such small 
claims, but to confine the grouping on any one blank, to the 
claims for refund on account of unreasonable rates paid to a 
particular railroad—that is, to have one claim carry only the 
small claims against the Pennsylvania, for instance and another 
carry small claims arising only under transactions with the 
Baltimore & Ohio. Mr. Holden went even farther. He said it 
would be all right, when a shipper had accumulated, say 50 
claims against the Pennsylvania, to send them along, though it 
was known at the time of the assembling of the 50 that 75 
more against the same road would accumulate. 

The grouping of claims, Mr. Holden said, was preferred by 
his office because it facilitated and expedited their handling. 

Mr. Holden suggested that when a shipper filed a claim with 
a railroad company on which the war tax would be less than 
one dollar, the claim should be accompanied by a request that 
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the war tax certificate be forwarded with the check refunding 
the money unlawfully obtained by the railroad. The railroad 
company “must give: a-certificate for the war tax collected, if 
requested? 

With a view to economizing, the Treasury Department has 
provided one form for use by those asking for the abatement or 
refund of war taxes on transportation, instead of two forms 
(Nos. 46 and 47). The new form is No. 848. It is like the ones 
it has displaced except that it contains little squares off to one 
side in which the claimant is requested to make a mark which 
will show whether the claim is for refund of a tax paid or for 
abatement of a tax that was assessed but had not been paid. 

However, claims for refund, when presented on old form 
No. 46, will be considered and disposed of regardless of the fact 
that that form is obsolete. In a letter on the subject to the 
Calumet Fertilizer Co., New Albany, Ind., A. C. Holden, deputy 
commissioner of internal revenue, said: 


In reply to your letter of March 8, 1922, you are advised that in 
filing your claims for refund with this office on Treasury Form 46 
for the refund or adjustment of transportation taxes paid under the 
provisions of section 500 of the Revenue Act of 1918, a number of 
items of tax may be included in one claim on Form 46 provided each 
item is properly identified and supported by the necessary evidence. 
One claim may be filed to cover items that are covered by certificates 
issued by various railroad companies. 

However, if you have a considerable number of any of these cer- 
tificates issued by one carrier, it is preferable that only items of tax 
that are covered by the same carrier be included in one claim. This 
more to facilitate the handling of these claims in this office. In this 
regard you are advised that Form 46 referred to in your letter has 
been revised and superseded by Treasury Department Form 843, 
which is now the proper form to use in filing such claims. However, 
if your claims are in course of preparation on Form 46 the department 
will accept claims presented on such forms. 





REVENUE FREIGHT LOADING 


A slight drop in revenue freight loading occurred in the 
week ended March 18 as compared with the preceding week, the 
total number of cars being 823,369 as against 829,128 the week 
before, according to the weekly report of the car service division 
of the American Railway Association. The totals in the corre- 
sponding weeks of 1921 and 1920 were 691,396 and 855,060, re- 
spectively. 

Coal loading dropped from 204,568 cars in the week ended 
March 11 to 190,683 cars in the week ended March 18. Grain 
loading dropped from 45,160 to 39,896 cars; live stock from 29,930 
to 26,722 cars and coke from 8,530 to 8,502 cars. Miscellaneous 
freight loading increased from 248,469 to 260,119 cars; merchan- 
dise, L. C. L., from 236,244 to 237,538 cars, and forest products 
from 51,120 to 54,599. 

Loading by districts in the week ended March 18 and in the 
corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 7,519 and 5,718; 
live stock, 2,726 and 2,553; coal, 52,444 and 36,891; coke, 1,928 
and 867; forest products, 4,968 and 6,406; ore, 917 and 875; mer- 
chandise, L. C. L., 67,729 and 54,466; miscellaneous, 69,358 and 
57,235; total, 1922, 207,589; 1921, 165,011; 1920, 207,831. 


Allegheny district: Grain and grain products, 2,466 and 
1,944; live stock, 2,594 and 2,739; coal, 56,279 and 38,797; coke, 
4,093 and 3,182; forest products, 2,743 and 2,395; ore, 1,405 and 
1.081; merchandise, L. C. L., 49,721 and 41, 155; miscellaneous, 
55,498 and 46,156; total, 1922, 174,799; 1921, 137,449; 1920, 183,137. 

Pocahontas district: Grain and grain products, 237 and 
157; live stock, 72 and 62; coal, 23,167 and 13,347; coke, 230 and 
144; forest products, 1,189 and 1,404; ore, 20 and 8; merchandise, 
L. C. L., 5,916 and 5,156; miscellaneous, 3,613 and 3,291; total, 
1922, 34,444; 1921, 23,569; 1920, 34,326. 


Southern district: Grain and grain products, 3,618 and 
3,052; live stock, 2,087 and 1,682; coal, 23,976 and 16,043; coke, 
546 and 545; forest products, 17,283 and 13,317; ore, 655 and 716; 
merchandise, L. C. L., 38,615 and 35,730; miscellaneous, 44,629 
and 40,939; total, 1922, 131,409; 1921, 112,024; 1920, 130,800. 


Northwestern district: Grain and grain products, 10,795 
and 10,022; live stock, 7,589 and 7,627; coal, 7,285 and 4,603; 
coke, 1,373 and 777; forest products, 16,290 and 15,512; ore, 785 
and 876; merchandise, L. C. L., 27,705 and 26,500; miscellaneous, 
30,947 and 27,117; total 1922, 102,669; 1921, 93,034; 1920, 11,379. 

Central Western district: Grain and grain products, 10,257 
and 10,397; live stock, 9,415 and 9,847; coal, 21,920 and 12,593; 
coke, 225 and 158; forest products, 4,690 and 4,218; ore, 936 and 
2,061; merchandise, L. C. L., 31,846 and 31,269; miscellaneous, 
33,782 and 31,267; total, 1922, 113,071; 1921. 101,810; 1920, 119,750. 

Southwestern district: Grain and grain products, 5,004 and 
4,629; live stock, 2,239 and 1,984; coal, 5,612 and 3,694; coke, 
207 and 133; forest products, 7,436 and 6,306; ore, 592 and 474; 
merchandise, L. C. L., 16,006 and 17,115; miscellaneous, 22,292 
and 24,164; total, 1922, 59,888; 1921, 58,499; 1920, 65,477. 

Total, all roads: Grain and grain products, 39,896 and 
35,919; live stock, 26,722 and 26,494; coal, 190,683 and 125,968; 
coke, 8,502 and 5,806; forest products, 54,599 and 49,558; ore, 
5,310 and 6,091; merchandise, L. C. L., 237,538 and 211,391; mis-. 
cellaneous, 260,119 and 230,169; total, 1922, 823,369; 1921, 691,396; 
1920, 855,060. 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 
COAHOMA COUNTY. Sailing from Mobile April 4th. Sailing from 


Pensacola, April 8th, for Liverpool and 
Cardiff. 


A-1 STEAMER....... Sailing from Pensacola April 20th. Sail- 


ing from Mobile, April 29th, for Liver- 
pool and Manchester. 


EASTERN SUN or 


A-1 STEAMER....... Sailing from Mobile, May 15th, for Liver- 
pool and Belfast. 


EFFINGHAM ........ Sailing from Mobile, April 6th. Sailing 


from Pensacola, April 10th, for London, 
Hull and Sunderland. 


WILDWOOD ......... Sailing from Mobile, April 25th, for Lon- 


don and Portsmouth. 


WEST HARDAWAY. . Sailing from Mobile April 6th. Sailing 


rom Pensacola, April 8th, for Bremen 
and Hamburg. 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 





Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 


NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE - SAN FRANCISCO 
NORFOLK OAKLAND 
SAVANNAH PORTLAND 


JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 
Philadelphia 
139 8S. Third St. 
Pittsburgh Cleveland 
1537 Oliver Building 248 The Arcade 
Savannah, Ga. Oakland, Cal. 
Savannah Bank & Trust Bldg. yp Rn agg 
Los Angeles, Cal. land, Ore. 
427 Van Nuys Bidg. 601 Title. & Trust Bldg. 
1408 L. C. Smith Bldg., Seattle, Wash. 
Room 495 Ellicott Sq. Bldg., Buffalo, N. Y. 






New York 
42 Broadway 
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“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma . 
Thru bills of lading issued to San Diego, Oakland, Stockton and 


cramento, California; Hawaiian and Far East Ports; 


Grays Harbor and Puget Sound, Wash. 
For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


15 Moore Street, New York Telephone, Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, Portland, Seattle and Tacoma 


Mae in 
FAST FREIGHT SERVICE 


To Libau, Riga, Reval and Helsingfors 
Other Baltic-Scandinavian Ports as Cargo Offers 
U. S. S. B. A-1 Steel Steamers Carrying U.S. Mail 


FROM PHILADELPHIA 
S.S. Eastport . ‘ - « Middle of April 


FROM NEW YORK 
S.S. Eastport . - + Middle of April 
(Now — Pier 22, Brooklyn) 


Through Bills of Lading to all Baltic and 
Scandinavian Ports 


When shipping to Baltic-Scandinavian Ports specify 


SUSQUEHAN 


STEAMSHIP COMPANY, NA 








2 STONE ST.N.Y.C. Sow/ing Green 2953- 8 


Philadelphia Agents: S.L.,BURGESS & CO. 
928 LAFAYETTE BLDG. Lombard 2972 
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! The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


@ a-u== -———— 
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EXPRESS COMPANY SERVICE 
Editor The Traffic World: 


With reference to our letter of January 24 published in The 
Traffic World of January 28 regarding poor express service to 
Chattanooga, Tenn.: 

Due to the wide publicity given in The Traffic World the Ex- 
press company got busy on the shipment in question and made 
a very satisfactory explanation. It seems as though a new clerk 
was hired at Chattanooga and due to a very easily made error, 
same was overlooked. We have their assurance, however, that 
they will give these matters closer attention in the future. 

The Sandusky Cooperage & Lumber Co., 


D. A. Lingel, Traffic Manager. 
Toledo, O., March 24, 1922. 





Editor The Traffic World: 

We have noted letter of Mr. J. H. Butler, manager, loss and 
damage department, American Railway Express Company, pub- 
lished in The Traffic World of February 4, and, needless to say, 
we cannot accept his reasons for a universal closing hour not 
later than 5:00 p. m. for pick-up service. 

He is mistaken in his statement that the railway freight 
stations close universally at 4:00 p. m. The freight stations of 
all the lines operating into and out of Houston close at 4:30 p.m. 

The difference in the method of handling express and 
freight is, in our opinion, sufficient argument for a 6:00 p. m. 
pick-up service. 

As for duplication of service, we can say that in our case 
such a thing is improbable. One wagon for each of the express 
stations serves a very limited district and the later pick-up serv- 
ice is not only agreeable to, but desired by those served. 

Regarding Mr. Butler’s statements as to the fixing of the 
wages of express employes by the Labor Board, we are fully 
conversant with these facts. We would like to have him ex- 
press himself as to just when the management deems it neces- 
sary to pay overtime to its vehicle men. 

The average daily tonnage delivered by our company to the 
express company’s station would not only warrant the payment 
of several hours overtime, but would warrant the company pro- 
viding an extra wagon to take care. of our needs. 

We have studied this “pick-up” subject from every angle, 
and canm®t convince ourselves that the proper adjustment of 
service has been made. 

During the period of federal control, when the slogan was 
“patriotism,” the shipping public cooperated with the express 
company to the fullest extent, now that conditions have changed, 
it occurs to us that the express company is taking advantage of 
the situation, in that it is not rendering the service for which 
it is receiving renumeration. 

Southern Drug Company, 


E. L. Williams, Traffic Manager. 
Houston, Tex., March 23, 1922. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

The article under the head of “Simplification of Tariffs,” 
printed in the Open Forum March 25, seems, in my opinion, to 
be the keynote to what a great many shippers have to contend 
with at the present time. 

The Commission should be induced to adopt a rule com- 
pelling the publishers of tariffs to simplify the issues, at least 
to the extent that a traffic man familiar with the art can suc- 
cessfully locate the rate he desires without too much difficulty. 

The poem following this article tells the tale and the writer 
should be congratulated. 

We hope some serious thought will be given this subject 
by those in charge in the near future to benefit all concerned. 

John Pritzlaff Hdwe. Co., 


George Mergener, T. M. 
Milwaukee, Wis., March 29, 1922. 


USE OF OLD BILLS OF LADING 


Editor The Traffic World: 

Referring to Mr. Poller’s article in The Traffic World of 
March 25 regarding the use of old bills of lading, beg to say 
that I am thoroughly in according with his views and see no 
reason why shippers should not be allowed to use up their pres- 


ent supply of bills of lading. Most concerns have at least one 
year’s supply on hand and if they are forced to discontinue 
using them it will make considerable expense, which should and 
could be avoided by the Commission using a little discretion 
and granting an extension of at least one year from July 1, 1922. 

If all shippers would state such views to the Commission 
undoubtedly such an extension would be granted, for undoubt- 
edly, when the Commission passed this ruling it was an over- 
sight on its part in granting such a small extension. 

Thomas Dudley, Traffic Manager, 


Atterbury & McKelvey. 
New York, N. Y., March 28, 1922. 





Editor The Traffic World: 

Referring to the various letters in The Traffic World re- 
garding use of old bill of ladings after July 1 and the several 
statements they have written the Commission requesting that 
the time be extended until March 15, 1923: Promptly on receipt 
of supplement No. 15 to Consolidated Freight Classification No. 
2 we wrote the Commission and we received the same advice 
as W. J. Schultz, traffic manager of the I. J. Cooper Rubber 
Company, which was published in The Traffic World, March 25. 

The Commission in its announcement No. 4844, in the mat- 
ter of bill of lading, states the utmost the Commission could 
do would be to indicate that it approved of such a practice. It 
appears from this statement that the shippers should take this 
matter up directly with Mr. Robert N. Collyer, chairman, Uni- 
form Bill of Lading Committee, 143 Liberty Street, New York, 
and not bother the Commission. It is a matter between the 
carriers and the shipper. 

As a matter of business, we would suggest that the request 
be made to Mr. Collyer to extend the time until March 15, 1923. 
There appears to be no difference whether the carriers would 
extend this time three or six months; the same condition and 
circumstances would exist regardless of what length of time is 
extended to the shipper in using the old form of bills of lading. 

We do not feel that the carriers will take an arbitrary 
stand against extending this time if it is explained that a great 
number of shippers have enough bills of lading on hand to last 
approximately a year’s time and that they would be put to a 
great expense in discarding the old bills of lading and that it 
is a question whether or not the bill of lading firms would be 
able to furnish all the shippers new bills of lading before July 
1; all the shippers can do if the new stock of bills of lading 
do not show up is to tender their shipments under the old form 
of bill of lading they will have on hand at that time. 

E. P. Ryan, Traffic Manager, 


The Brown Fruit Co. 
Grand Island, Neb., March 28, 1922. 


STATE AND INTERSTATE REGULATION 
Editor The Traffic World: 

The recent decision of the U. S. Supreme Court in the Wis- 
consin passenger fares case perhaps did not extend the power 
ef federal commission and courts so drastically over state rates 
and transportation problems as, at first impression, the public 
gathered the impression that it did. But, following the long 
line of decisions since the Shreveport case, wherein the federal 
regulatory powers have constantly encroached upon state regu- 
lation, the action of the federal Railroad Administration through 
General Order 28 and other orders, nullifying our state 2 cent 
passenger fare laws, baggage rate laws, freight rate laws, and 
the final increase of August, 1920, this decision brought the gen- 
eral public to a climax in its feelings upon this question. 

In Nebraska, our 2 cent passenger law was superceded by 
a 3 cent federal administration order, and despite our railroad 
commission’s stand by a three and six-tenths cent fare, our 
class rate schedule of jobbing point rates was superceded by 4 
schedule of rates fixed by the Interstate Commerce Commission, 
and the state commission cannot take jurisdiction of an adjust- 
ment of rates between points altogether within the state, and 
the Interstate Commission doesn’t seem to want to, and is too 
busy to give prompt disposition due to pressure of work already 
on its docket. The public so generally feels that a general re 
adjustment of freight rates must proceed a psychological turn 
in business in many lines, especially live stock, agricultural, 
sand and gravel lines, and numerous lines applicable to Nebraska, 
that it feels the Interstate Commerce Commission is too far away 
and is beginning to complain that the state railway commls- 
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sion is useless and if the federal government takes all of its 
powers, they might as well throw it on the scrap heap. Especially 
since filing as a candidate for nomination as state railway com- 
missioner in this state has the writer been confronted more gen- 
erally with this lack of understanding and lack of confidence 
of the general public in the public regulatory bodies. He believes 
that the first step toward remedying this will .be to bring the 
authority to act in these matters back closer to the people—to 
have such rate and transportation cases as arise within a state, 
heard by men who live in the immediate territory and under- 
stand the peculiar conditions of the said vicinity—who are 
somewhat responsible to the particular unit of territory—and 
who are so located that hearings before them can be had with 
expedition, convenience in time, and saving of expense to the 
parties concerned. For example: Let me contrast the ease with 
which the public can prepare in a case like the pending live 
stéck rate hearing to be heard jointly by a member or examiner 
of the Interstate Commerce Commission and the state commis- 
sion, within the borders of the state as against the recent gen- 
eral freight rate investigation wherein it was necessary to go 
clear to Washington to introduce any evidence as to the effect 
of present rates and passenger fares upon business in Nebraska, 
and except for two or three associations with paid representa- 
tives and our state commission’s representatives, it could not 
be done. 

The chairman of our state commission has just returned 
from the recent conference between the Interstate Commerce 
Commission and representatives of state utility commissioners 
with a report that seems favorable and indicates a disposition 
to restore the work, if not authority, to local bodies. The writer 
wishes at this time to offer for the consideration of the Inter- 
state Commerce Commission and others interested in this ques- 
tion, the following suggestion, for future conferences: 

The assignment to each state utility commission of a docket 
of federal or interstate transportation and regulatory cases. 

That.cases so involving interstate rates or affecting inter- 
state rates that if tried by a state utility commission upon its 
state docket, the party affected adversely will go into federal 
district and superior courts with them, could be tried by the 
state commission (with an assigned interstate commerce ex- 
aminer) and decided by the commissioners who hear it. This 
might end a good many cases, the procedure so far paralleling 
the United States District Court. Many of the present examiner 
staff of the Commission would be relieved of some of their pres- 
“@nt duties and could constitute a Review Board, corresponding to 
the United Circuit Court of Appeals, and review these cases, and 
hear those affecting more than one state in their original aspect, 
now tried before examiners largely. Such cases as warrant it, 
could then go on up to the Interstate Commerce Commission, 
as proper cases in federal judicial system go to the United States 
Supreme Court. 

This suggested plan seeks to bring the work back closer to 
the general public, the party finally interested in ail of these 


matters, as well as the carriers or utilities themselves are. The 


same struggle is going on for preservation of state and local 
manifestation in governmental conduct in the federal banking 
system; between naturalization departments and state courts; 
between federal bureaus and state departments in many other 
branches of the government, wherein the federal powers were 
vastly strengthened during the war period. If such a plan is. 
not reached, it will call for some system of regional sub-inter- 
state-commerce commissions, corresponding to the Federal Re- 
serve Bank regional boards, but while that would he better than 
the present system of trying to direct all the work out of Wash- 
ington, it would hardly be as satisfactory as to try such cases: 
within the borders of our state to men selected, in part at least, 
by the people of our own state. 

The writer will welcome suggestions, criticisms, elabora- 
tions, amendments or alterations to the plan roughly outlined 
above and gladly consider and discuss the same with others in- 
terested in this problem. 

Grand Island, Neb., 


March 24, 1922. Dale P. Stough. 


LOSS AND DAMAGE CLAIMS 


Mr. C. H. Dietrich, Freight Claim Agent, 
Chicago, Milwaukee & St. Paul R. R. Co., 
Chicago, Ill. 

The writer has been much impressed with the series of 
articles written by you for The Traffic World on the subject of 
loss and damage claims and has read them with deep interest, 
especially so because the product of our industry consists of a 
container largely used in the transportation and marketing of 
many commodities. 

This subject has an interest which goes beyond the mone 
tary loss to the carriers, as it entails an economic loss. While 
the efforts being put forward by the carriers at this time to 
eliminate causes for loss and damage and thereby save the 
enormous waste incurred in transportation, it is incomprehensible 
to the writer why one of the fundamental conditions together 
with its remedy has not been suggested, so far as he knows. 

In some of your articles, for instance the 16th, in the August 
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6, 1921, issue of The Traffic World, you make the following perti- 
nent statement: 


It is an interesting question as to what extent unsuitable and 
inadequate containers are responsible for the great number of dam- 
aged packages thrown back on carriers’ hands for disposition, and I 
have sometimes thought that our classification committees, which 
pass on the question of containers and their adequacy, might do well 
to visit some of our large salvage freight warehouses and see the 
evidence piled up there testifying unmistakably to the fact that cer- 
tain commodities are found here in such quantities that there must 
be something wrong with the manner in which they were prepared 
for transportation. 


This comes nearer touching upon the point we have in mind 
than anything that has heretofore come to our attention in con- 
nection with the subject of loss and damage. 

Admittedly, a very considerable portion of the loss incurred 
by the carriers in this respect is directly chargeable to insuffi- 
cient packing. First and foremost, the nature of the container 
itself enters into this matter, but with the exception of a few 
isolated instances, we know of no comprehensive or detailed 
study that has been made by the carriers of the character and 
classification of various kinds of containers generally used in 
the transportation and marketing of many products. So far as 
articles coming under the jurisdiction of the Bureau of Ex- 
plosives are concerned, this matter has been taken care of ef- 
fectively; also in the case of fruit and vegetable packages, at 
least in some sections of the country. 

But there are a multitude of commodities moving daily that 
use many and various kinds of containers. Admitting the de- 
sirability, from every standpoint, of the use of the best container 
adaptable for different commodities, we are only stating a fact 
when we say that the barrel is universally recognized as being 
the most substantial container available, but it is significant that 
cooperage, as well as other really effective containers, in their 
very nature, are more expensive and herein lies the reason why 
flimsy and inadequate containers are generally used with the 
resulting tremendous loss and damage. 

Obviously, the choice of a container is largely influenced by 
its relative cost, and in view of the responsibility resting upon 
the carriers to safely transport and deliver traffic receipted for 
by them, the shipper has but a secondary interest in the form 
of container used. True, his interest is a real one in that the 
condition in which his product reaches the consumer or buyer 
directly affects his business, nevertheless as a rule the situation 
is as stated. 


In any event the remedy lies in the hands of the carriers, 
and in this connection it might be noted that the tendency toward 
smaller packages has been a very important factor in the situa- 
tion. In former years, Many products were shipped and mar- 
keted in bulk quantities, for which containers such as barrels 
were generally used and the matter of loss and damage was a 
relatively incidental one and certainly of such insignificant pro- 
portions compared to the present time that it was simply ac- 
cepted as one of the incidental hazards of transportation. This 
situation can best be illustrated by referring to flour and ‘in this 
connection I have noted with interest your fifth article, appear- 
ing in the March 5, 1921, issue of The Traffic World. You have 
clearly stated the situation, but in our estimation have entirely 
overlooked the real cause and remedy. 


In later years there has been a pronounced tendency to the 
shipment and marketing of flour in small packages with the re 
sult that there are enormous quantities of small paper sacks 
used at the present time, to say nothing of flimsy cotton sacks. 
This tendency has been particularly pronounced during the last 
few years and its cause can be directly traced to a situation 
created by the carriers themselves and which, incidentally, 
touches upon the really effective and direct remedy that can be 
applied by the carriers to this entire proposition. It also illus- 
trates the direct relation of dollars and cents cost of package 
and transportation of the kind of container used. 


For many years the carriers, while applying the same rate 
in cents per hundred pounds on shipments of flour, whether 
packed in barrels or sacks (paper, cotton or jute), provided for 
an estimated weight per barrel of flour of 200 pounds. This 
allowed approximately 4 pounds for the weight of the barrel, 
which actually weighs about 18 pounds. The history of this 
estimated weight, so called, is as follows: 


Years ago when water transportation was exclusively avail- 
able, transportation charges were made and assessed on a per 
package basis. As railroads were built and came into competi- 
tion with water carriers, they also published their rates on 4 
per package basis. During the course of time, the desirability 
of publishing rates on a per hundred pounds basis became a)- 
parent, and in doing so the carriers made the per hundred 
pounds rate on flour half of that applicable per barrel of flour 
and established an estimated weight of 200 pounds per barrel. 
Incidentally, it might be mentioned that at that time barrels 
were made largely of oak timber and weighed considerably in 
excess of 18 pounds. Some few years ago, however, the carriers 
in the Official, Western, and Southern Classification territories, 
conceived it to be an iniquity to continue carrying an estimated 
weight per barrel of flour and no doubt also scenting a probable 
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increase in revenue, canceled said estimated weight per barrel 
of flour. 

It is true that their action was sustained by. the Interstate 
Commerce Commission on the broad ground that there exists 
no justifications for the publication of estimated weights which 
are admittedly less than the actual weights. 

At that time the writer interviewed traffic officials of many 
lines east, west and south, and called attention to the direct con- 
sequences that would ensue from the elimination of an estimated 
weight per barrel of flour, explaining that the resulting increased 
transportation cost of flour in barrels would further accentuate 
the increased cost of flour in barrels to the consumer, as it 
would further penalize the admittedly really effective and best, 
but more expensive container, namely the barrel. The develop- 
ments of the last few years have fully verified this prediction. 

Some five or six years ago, approximately 11 per cent of 
the total production of flour was shipped in barrels; today it is 
probably less than 2 per cent, with the result that the loss and 
damage incurred by the carriers in the transportation of flour 
has increased enormously. It represents an appreciable per- 
centage of the total revenues of the carriers for the transporta- 
tion of flour. All available statistics on the subject will show 
that almost 100 per cent of the loss and damage incurred on 
flour was in connection with sacked shipments. 

It is perfectly obvious that the present rates on flour, being 
the same whether shipped in barrels, jute sacks, cotton sacks 
or paper sacks, encourages and are responsible for the use of 
flimsy containers. 

We have gone into detail in illustrating the effect of freight 
rates on the use of different forms of containers for flour. How- 
ever, the same situation prevails as to many products and com- 
modities transported by the carriers. The obvious remedy would 
be the adjustment of classification ratings and of commodity 
rates on products and commodities that would discourage rather 
than encourage the use of the lighter, cheaper, flimsy and 
fragile containers; in other words, looking to the ultimate rather 
than the immediate earnings of the carriers. Assuming that 
this were general and the use of heavier and stronger containers 
encouraged, the effect upon the net revenue of the carriers 
through the practical elimination of loss and damage is apparent. 

A study of the relative transportation charges on such pack- 
ages will show that classification ratings are so adjusted as to 
discourage their shipment and use, and the ultimate saving to 
the carriers through the elimination of loss and damage result- 
ing from the use of heavier and stronger containers is abso- 
lutely lost sight of or ignored. 

The point we have in mind is that an adjustment of classi- 
fication ratings on finished containers and on the products, which 
takes into consideration the kind of container used, would 
promptly and effectively provide an immediate remedy for much 
of the loss and damage now being incurred by the carriers. In 
the aggregate this loss reaches alarming proportions. Ad- 
mittedly, too, a duty rests upon the carriers to safely deliver in- 
tact and in good condition products entrusted to them for 
transportation. 

V. W. Krafft, Secretary and Manager, 
The Associated Cooperage Industries. 
St. Louis, Mo., March 24, 1922. 


NEW WAREHOUSE AND SHIPPING SERVICE 


Offering a new and more cooperative service, the Merchants 
Warehouse and Distributing Company has recently opened a 
iarge, modern warehouse in the heart of the Central Manufac- 
turing District of Chicago. It is on the bank of the south branch 
of the Chicago River, at 36th and Iron streets. Water as well 
as rail shipping is at the disposal of the shipper. As 36th street 
terminates at this point there is no through street traffic to in- 
terfere with loading or delivery. The dock is 261 feet long. This 
permits the largest lake steamers to unload into the warehouse. 
The Merchants Lighterage Company connects with all western 
rail carriers, and the Chicago Steamship Lines, which reach all 
Great Lakes and seaboard ports, both serve this dock. The Chi- 
cago Junction Railway, serving the warehouse, connects with 
all railroads entering Chicago. Four tracks enter the plant, 
which has a twelve car capacity. One feature of this service is 
the package car system now operating in conjunction with the 
Chicago Junction Railway. Merchandise is loaded at the ware- 
house into cars which are taken to a concentrating station at 
39th and Winchester. At this point the merchandise is loaded 
in through package cars operating over all important roads, to 
all important cities in the United States. The building itself 
is of fireproof construction. All floors are provided with ample 
light and ventilation. In the five floors and basement are 150,- 
000 square feet of floor space. G. H. Anderson, formerly traffic 
manager of Manhattan Electrical Supply Company, Inc., is presi- 
dent. Frank M. Pierce is treasurer, and A. A. Adams, secretary. 


W. VA. EXTENSION 
The Virginian & Western Railway Company has applied to 
the Commission for authority to extend its line in Wyoming 
County, West Virginia, 3.6 miles to reach undeveloped coal lands. 
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Questions and Answers | 


In this department will be answered questions of both legal and | 
practical nature that confront persons dealing with traffic. A specialist i 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 

wide knowledge will answer questions relating to practical traffic 
—, We do not desire to take the place of the traffic man but to | 
elp him in his work. Persons desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private service by the payment of a reasonable fee. The right is re- | 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

ddress Questions and Answers Department, 

Traffic Gervice ‘ation, Colorado Building, Washington, D. C. 








Liability of Carrier for Loss Through Freezing 

Utah.—Question: The bill of lading covering shipment of 
liquid drugs was made out for “2 cartons drugs.” The cartons 
were plainly marked with the trade name of the preparation 
and “Glass.” The shipment was accepted by carrier and for- 
warded in an unprotected car. The liquid was frozen solid en 
route, many of the bottles bursting from the expansion. Be- 
sides the loss from the bursting of the bottles, the balance of 
the shipment was injured by reason of the constituents of the 
commodity being separated through freezing. The carrier took 
the unbroken portion of the shipment back for salvage. Claim 
was filed in the usual manner, but has since been declined, as 
the “original bill of lading did not specify that the drugs were 
freezable.” 

This carrier does not operate, so far as we can ascertain, any 
regular protected car service. 

Will you kindly advise if, in your opinion, it is absolutely 
necessary for the shipper to specify “liquid drugs” on a bill of 
lading as being “freezable” in order to be able to hold the car- 
rier liable for such damage? Also if the removal of damaged 
merchandise from the consignee’s premises by the carrier for 
salvage purposes constitutes any admission of liability? 

Answer: There is considerable controversy concerning the 
liability of carriers for loss occasioned by freezing and no uni- 
formity whatever in the decisions of the courts on the subject. 
It is held in a number of cases that while freezing weather, such 
as is likely to cause injury to fruit, vegetables, fruit trees and 
like property, is not deemed an act of God, the carrier will not 
be held liable for loss from such cause unless by some fault or 
negligence on its part. Other cases hold, however, that a car- 
rier is liable where goods are frozen owing to its negligence 
either in shipping at a season of the year when a freezing spell 
might reasonably be anticipated or in not properly taking care 
of the shipment during freezing weather. 

If a carrier is liable for negligence in the transportation of 
the goods in question, we do not believe its liability is affected 
by the lack of a notation on the bill of lading respecting the 
liability of the goods to freeze, as the nature of the goods was 
apparently disclosed by the description thereof. 

The removal of the goods from the consignee’s premises 
for salvage purposes is not absolutely determinative of the car- 
riers’ liability, but has a bearing upon the matter. 


Delivery to Carrier—Necessity for Issuance of Bill of Lading 


New York.—Question: You state in your answer to “Ver- 
mont,” on page 334 of February 11, 1922, issue of The Traffic 
World, that it was held the issuance of a bill of lading by a 
carrier adds nothing to the binding force of the contract of 
carriage and a verbal agreement to accept and transport a car 
of designated freight which is being loaded when the agreement 
is being made, becomes a complete acceptance of the shipment 
for transportation, when the loading is finished, the loaded car 
being on the railroad’s track, where it was placed by the rail- 
road to be hauled. Please compare this with your answer to 
“Washington” on the same page, where the Supreme Court held 
that as to cars loaded at agency stations on public sidings the 
carrier is liable after the issuance of a bill of lading, even 
though the car has not been attached to a train, but made no 
ruling as to cars loaded on private sidings. 

In the latter case, the Supreme Court is giving significance 
to the issuance of the bill of lading. It seems reasonable that 
the issuance of the bill of lading should not be determinative 
if the carrier has knowledge that the shipment is being loaded 
and is notified when it is loaded. 

We are desirous of having your opinion, with any authority 
you can locate, regarding similar cases, but where shipments 
are loaded on industrial tracks. The railroad on whose tracks 
we are located will not sign bills of lading until the following 
morning after the cars have been pulled from our siding on the 
night switch. They seem to think that the issuance of a bill 
of lading would increase their responsibility. This, of course, 
would not have application if they removed our cars from our 
siding with absolute regularity every night, but I suppose they 
feel if they should neglect to do this at any particular time 
and had signed the bill of lading the evidence would be against 
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them in case of car or cars being involved in some disaster. 
In my opinion, the issuance of the bill of lading would have no 
force. We prefer to have the bills of lading issued when the 
cars are loaded for convenience sake. 

Answer: We do not locate any cases which pass upon the 
liability of a carrier for damage to or loss of goods from a car 
standing on an industrial siding awaiting the issuance of a bill 
of lading after carrier has been notified that car was loaded 
and ready for shipment, other than that of Siebert vs. Erie 
R. R., 163 N. Y. S. 114. In this case; however, the car had been 
receipted for by the carrier, although bill of lading had not been 
issued. It was held that the carrier was not liable for loss of 
goods from the car, because of the provision in the bill of 
lading which exempted the carrier from liability until cars were 
attached to trains. In the new bill of lading form this exemp- 
tion has been restricted to apply to cars received or delivered 
at non-agency stations. 

It is our opinion that it would be held that a carrier cannot, 
by refusing to issue a bill of lading, after being notified that a 
car is loaded and ready for transportation, exempt itself from 
liability for damage to or loss of goods from the car while stand- 
ing on the shipper’s siding awaiting the issuance of a bill of 
lading. 

Damages—Measure of 

Pennsylvania.—Question: What do you consider the proper 
basis for recovery on loss of coal—invoice price plus freight 
charges; invoice price plus freight charges plus reasonable 
profit; retail price less freight charges, or full retail price, which 
would be cost of replacement at destination? : 

Answer: When goods, including coal, delivered to a carrier 
for shipment are lost in transit, the carrier is liable for the 
market value of the goods at the place of destination at the 
time when delivery of the goods should have been made, less 
the freight charges to the point of destination, if they have not 
already been paid. 

The market value at destination is the reasonable market 
value, such market value being the price which could be ob- 
tained in the open market for bulk quantities and not the retail 
price for small quantities sold at different times. 

In the event of there being no market at destination for 
bulk quantities, it is proper, in accordance with the decision in 
Roth Coal Co. vs. L. & N., 215 S. W. 404, to use a value arrived 
at by deducing from the retail price the cost of marketing the 
coal at retail and the cost of transportation, the result approxl- 
mating the market value in bulk quantities. 

The invoice price plus freight charges, while a convenient 
method for arriving at the amount of damages, is not the value 
which under the law the shipper must accept in settlement of 
his claim, although it is used in many instances and, in the 
absence of an established market value at destination, it is 
evidence of the value of the goods at that point. 


Unreasonable Detention of Tank Cars 


Illinois —Question: Under date of June 14, 1921, this com- 
pany shipped a tank car loaded with gasoline from Okmulgee, 
_Okla., to Janesville, Wis., car routed via C. M. & St. P.-Kansas 
City. This car while in train riding near Farons, Ia., met with 
derailment, caused by a cracked axle under another car, and re- 
sulted in extensive damages to several cars in the train. 

The C. M. & St. P. authorized repair to this equipment, done 
by private car builders at their expense. However, this com- 
pany contends it was damaged to a greater extent, because of 
the fact we were not owners of the car and were obliged to 
pay a rental on it for approximately ninety days while car 
was undergoing repairs in shop. We would like your opinion 
in the case, as the St. Paul has questioned the legitimacy of 
our claim and also wish us to point out to them where their 
company was negligent, thereby causing the damage to the car. 

Answer: In the case of the Sun Company vs. the Penna. 
Company, decided by the Court of Common Pleas of Allegheny 
County, Pennsylvania, it was held that a carrier was liable in 
damages for unreasonable detention to a tank car while the 
car was being repaired, after having been in a wreck. This is the 
only case we have a record of which covers this particular point, 
although there are several other cases which involve the lia- 
bility of the carrier for delay in tank cars from other causes. 
See Empress Refineries, Inc., vs. Guaranty Trust Co. of New 
York, 271 Fed. 668, and Gustafson vs. Mich. Cent., 129 N. E. 516. 


Routing Conflict Between Bill of Lading and Marks on Package 


Oregon.—Question: We refer to our inquiry answered on 
page 454, Traffic World of February 25, 1922. 

Your answer merely cites an opinion by the Interstate Com- 
merce Commission 561 covering similar facts. We, however, 
would like to have your comment upon the carrier’s liability 
regardless of this decision, as set forth in section 10 of the 
Uniform Bill of Lading. The case, to us, seems to be very 
clearly drawn and we do not understand how a carrier could 
be upheld in such a violation. 

Answer: In the case referred to in our answer, the change 
having been made in the receipt prior to the signing thereof 
by the carrier’s agent, the Commission held that this was notice 
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to the shipper that an error had been made and that in changing 

the destination named in the receipt conditions were not nat- 

urally different from those that would have surrounded the 
shipment had the carrier completely filled in the receipt in the 
first instance. 

The provisions of section 10 of the bill of lading, on the 
contrary, relate to changes made in the bill of lading after the 
bill of lading has been signed by the carrier’s agent. 

(1) Routing—Rate Applicable via Higher Rated Route Must Be 
Paid if Shipper Authorized Forwarding of Shipment via that 
Route. (2) Undercharges—Limitation for Filing Suit There- 
for 
Pennsylvania.—Question: During the year 1918 we made car- 

load shipment of our products and when bill of lading was sub- 
mitted to the freight agent he advised us that the regular route to 
destination was embargoed by which rate applied. We, there- 
fore, in order to get. shipment through, inserted an arbitrary 
route in the bill of lading. The agent then accepted same and 
used rate applying via embargoed route. We have now been 
called upon to pay additional freight on account of the dif- 
ference in rate used by freight agent and the combination rate 
made over the arbitrary route. 

Would this charge become uncollectable after a period of 
three years from cause of action based on the transportation 
act of 1920, paragraph 3, section 16? 

Is there a limitation feature of the transportation act of 
March 1, 1920, which would make it retroactive only relating to 
charges accruing subsequent to effective date of act? Our con- 
tention is that the through published rate via regular route 
(embargoed at time) should stand. 

Answer: (1) As the shipment moved via the route inserted 
by you in the bill of lading, the rate via that route is applicable 
and must be collected by the carrier. See S. C. Woolman & 
Co., Inc., vs. T. St. L. & W. R. Co., 48 I. C. C. 441, and Holgate 
Brothers Co. vs. Penn. R. R. Co., 51 I. C. C. 515. 

(2) There is nothing in the act which makes the provi- 
sions of section 16 relating to the collection of undercharges 
by a carrier within three years after delivery of the shipment 
retroactive. Suit for the undercharge may be brought at any 
time within the period of limitations of the statute of the state 
where suit is filed, but not later than three years from March 
1, 1920, the date of the incorporation of the three-year limitation 
in section 16 of the act. 


Estimated Weight—Charges Must Be Assessed Upon, Where 
Tariff Provides for Use Thereof 


Massachusetts.—Question: In your issue of March 4, 1922, 
page 477, there is published, under the heading, “Estimated 
Weights on Cabbage,” an Interstate Commerce opinion, No. 
7397, 66 I. C. C. 300-2. Our interpretation of this decision is 
that the shipper was ruled against for the fact that they claim 
weight should be based on the shipper’s actual weights, where 
the shippers have facilities for weighing. We have considerable 
cabbage from this point, and we are having similar difficulty, 
but our weights are obtained by a different method than having 
the shipper himself weigh the commodity. Out cars are all 
weighed by a state official and we have his sworn affidavit as 
to the weights and number of crates in each car, and our con- 
tention is that this is sufficient evidence, as none could be better, 
to warrant us cutting down the weight on the freight bills to 
the weight on the sworn affidavit, and there is nothing in Glenn’s 
Eastbound Vegetable Tariff No. 1, I. C. C. A-330, which would 
prevent us from paying on this basis, but the delivering carrier 
here in Boston cannot quite see this as we do. 

Answer: As Glenn’s Eastbound Vevetable Tariff No. 1, I. 
C. C. No. A-330, provides for estimated weights on shipments 
of cabbage from Florida points to eastern cities, charges must 
be assessed on this basis, and until such time as the Commis- 
sion finds that charges based on estimated weights are unrea- 
sonable, a carrier may refuse to refund the difference between 
the charges based upon estimated weights and those based upon 
the affidavits of the state official. 

Liability of Carrier for Non-Delivery of Goods 

Ohio.—Question: Can the carriers claim exemption from 
loss under the following circumstances? 

Car was shipped August 25, 1920, as one carload. On No- 
vember 18 a discrepancy was discovered and we gave carriers 
notice of such, stating that claim would be filed as soon as we 
were able to ascertain the extent of the loss. No acknowl- 
edgment of this letter was received. After considerable delay 
(the shipment in question was exported) we obtained the neces 
sary documents and claim was filed on October 18, 1921. Claim 
was declined by the carrier, saying that they could prove de- 
livery of the amount, as shown on the bill of lading, namely, 
one carload. Now, what we wish to know is, can they decline 
this claim under the nine months’ limitation provided in the ex- 
port bill of lading and does the fact that one carload was called 
for in the bill of lading and one carload delivered have any 
bearing on the matter? 

Answer: The provision in the bill of lading relating to the 
filing of claims within nine months after delivery or, in case 
of loss, within nine months after a reasonable time for delivery 
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Airplane view of Galveston harbor and port facilities, showing slip system of docks, waterfront tracks 
and other transportation advantages. 


The Port of Galveston 


has for many years stood at the head of American ports in quick 
dispatch of freight, quick release of cars and quick turn around 
of ships. All these things assure the shipper of 


SUPERIOR PORT SERVICE 


when he uses this port. It is made possible by the wonderful co-ordination 
existing between rail and water terminals and the personal interest we take in 
every shipment moving in or out of this gateway. 


Write for our new book “‘The Port of Galveston.” Address 


GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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has elapsed, is a defense to the carrier in a suit for damages 
in the event the shipper cannot prove that a claim or notice 
thereof covering the particular shipment was filed within this 
period of time. Furthermore, if the carrier can prove delivery 
of the shipment which is the subject of the claim, the shipper, 
of course, has no right of action against the carrier, as the basis 
of his cause of action is the delivery of a stated amount of goods 
to the carrier for transportation, and the failure of the carrier 
to deliver any part or all of the amount received by it for 
transportation. 


COMMISSION DECISIONS 


The Trafic World Washington Bureau 


The Commission has begun the issuance of its sixty-eighth 
volume of reports. Its first promulgation of loose leaf reports 
to be incorporated in that volume was the one in which it dis- 
posed of the question raised by it in Ex Parte No. 80. 

The current loose leaf reports are material to be incorporated 
in the sixty-sixth volume. Volume 67 is to be devoted to finance 
reports, as was the sixty-fifth. 

How long it will be before the government printing office 
will be able to turn out bound volumes of the reports no one 
seems to have a definite idea. The latest bound volume is the 
sixty-first. On account of the Commission’s determination, an- 
nounced four or five years ago, to publish all its reports, the 
number of volumes has increased as fast as the reports of the 
Supreme Court, if not faster. That determination to make all 
reports in form to be put into the bound volumes was taken 
after the discovery that, in one of the unreported opinions, a 
very important question arising under the aggregate of inter- 
mediates part of the fourth section had been disposed of in a 
most informal manner. That unreported opinion was fished out 
of the mass of unreported opinions and given a reported status. 
Since then all opinions have been fully reported. The vast in- 
crease in the work of the Commission came soon after the de- 
termination to make reports on all formal cases. That big in: 


crease alone would have caused a big increase in the number of 
volumes. 


NEW ENGLAND DIVISION ORDER 
The Trafic World Washington Bureau 


With a view to saying all it desired to say, but no more, the 
Commission has revised and amended its order in the New Eng- 
land division case, No. 11756. The amendment was made on the 
eve of the hearing in New York on the application of eastern 
trunk lines, other than the New York Central, Pennsylvania, Bal- 
timore & Ohio and a few others, for an injunction to prevent its 
enforcement. As originally drawn, the order seemed to require 
the Boston & Albany to increase all its divisions to other New 
England lines. Under the revised order that carrier has a more 
limited liability, although it is still to be under obligation, as a 
continuation of the New York Central, apparently, to shrink its 
own revenue so as to contribute to that of the New England lines 

‘ not leased by trunk lines. 

The revised order also seems to make more certain than 
the original one that the New England lines shall not undertake 
to increase their divisions, one to the other; and also that it does 
not apply, in any degree, to the Bangor & Aroostook. In the re- 
port the Commission said the Bangor & Aroostook had not sub- 
mitted anything in its own behalf. 

The federal court in New York, March 31, fixed April 22 for 
argument on the question of whether an interlocutory injunc- 
tion preventing enforcement of the Commission’s order in the 
New England rate division case should be issued. The court 
fixed April 8 as the date on or before which the Commission 
must file its answer. The New England lines, other than the 
Bangor and Aroostook, intervened in the case on the side of the 
United States and the Commission. 

The revised order, which is the one the courts will have to 
consider in the case in which Walker D. Hines has been em- 
ployed by the Commission, is as follows: 


It is ordered that of the joint class rates and of the joint com- 
modity rates which are divided on the same bases as are applied to 
said joint class rates, for the transportation of property wholly within 
the confines of the United States in interstate or foreign commerce 
between points on defendants’ lines, other than the lines of the Boston 
& Albany Railroad Company, of which the New York Central Rail- 
road Company is lessee, hereinafter referred to as the Boston & Al- 
bany Railroad, and points on complainants’ lines, other than the lines 
of complainant, the Bangor & Aroostook Railroad Company, com- 
plainants shall receive, on and after April 1, 1922, as their just, rea- 
sonable and equitable divisions of said joint rates, divisions which 
shall be not less than 115 per cent of their present divisions, except 
in cases where their present divisions or their present divisions plus 
those of the Boston & Albany Railroad, where it participates in the 
traffic as an intermediate carrier, are greater than the divisions now 
accruing to defendants, other than the Boston & Albany Railroad, in 
which cases complainants shall receive, as their just, reasonable and 
equitable divisions of said joint rates, divisions which shall be not 
less than: 

(1) Where the Boston & Albany Railroad does not so participate 
in the traffic, their present divisions plus 15 per cent of the present 
divisions accruing to such defendants. 

(2) Where the Boston & Albany Railroad does so participate in 
the traffic, their present divisions plus that proportion of such 15 per 
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cent as their present divisions may be of the total of their present 
divisions and the division of the Boston & Albany Railroad. 

It is further ordered that the several carriers, other than the com- 
plainants and the Boston & Albany Railroad participating therein 
shall receive as their just, reasonable and equitable divisions of said 
joint rates on and after April 1, 1922, the amounts remaining of said 
joint rates after deducting the divisions so to be received by com- 
plainants and the present divisions of the Boston & Albany Railroad, 
where it participates in the traffic, such amounts so remaining to be 
divided among such other carriers in the same ratio as their present 
divisions respectively bear to each other, or otherwise as they may 
agree, or failing such agreement, as may be determined by the Com- 
mission upon application therefor. 

It is further ordered that the defendants above named, according 
as they participate in the transportation, be, and they are hereby, 
notified and required to cease and desist, on and after April 1, 1922, 
and thereafter to abstain, from asking, demanding, collecting, or re- 
ceiving divisions of said joint rates with complainants upon other 
bases than those above prescribed. Provided that the first month for 
which the carriers will be required to state and make their current 
accounts and settlements in accordance with this order will be the 
month of June, 1922; the accounts and settlements for the months of 
April and May, 1922, in accordance with this order, may be stated and 
made at any time up to August 1, 1922. 


INTERLOCKING DIRECTORATES, ETC. 


Officers of the Beech Creek Extension Railroad, Lansing 
Manufacturers Railroad, Indianapolis Union Railway and other 
roads were permitted to retain their positions with those roads. 

The Commission has authorized officers of the Pittsburgh & 
West Virginia Railway, Pittsburgh, Akron & Western Railroad, 
State Line Connecting Railroad, and other roads, to retain their 
positions; and officers of the Norfolk Southern Railroad, Carthage 
& Pinehurst Railroad, Norfolk & Portsmouth Belt Line Railroad 
and other roads to retain their positions. 

William M. Barnum and Lewis L. Clarke were authorized 
to retain their positions with the Hudson & Manhattan Railroad, 
the Pacific Coast Railroad, and other roads. 

The firm of Miller, Elliott & Westervelt was authorized to 
hold the positions of general counsel of the Toledo, Peoria & 
Western Railway, Peoria & Pekin Union Railway, and the Peoria 
Railway Terminal Company. 

Walter T. Rosen was permitted to hold the positions of di- 
rector of the National Railroad Company of Mexico, Mexican In- 
ternational Railroad and Mexican Pacific Railway in addition 
to positions previously authorized. 

Edward E. Bashford was permitted to retain his positions 
with the Mexican Central Railway, Brownsville & Matamoros 
Bridge Company and other roads. 

Applications of Walter T. Rosen and Edward E. Bashford 
for authority to hold positions with the Ferrocarriles Nacionale 
de Mexico and the Mexican Central Railway Company, Ltd., were 
dismissed, the Commission holding that neither of these roads 
was a common carrier within the meaning of paragraph (12) 
of section 20a. 

W. W. Colpitts was authorized to hold the positions of direc- 
tor of the Kansas City, Mexico & Orient Railroad and the Pere 
Marquette Railway. 

Charles Gilbert was authorized to retain his positions with 
the Missouri & North Arkansas Railroad and the Joplin Union 
Depot Company. 

The Commission has dismissed the application of Richard 
Sutro, which sought authority to hold positions with the Albany 
Southern Railroad and the Westchester Electric Street Railway, 
saying that neither of those roads was a common carrier within 
the meaning of that term as used in section 20a. 

Application of C. McD. Carr for authority to hold the posi- 
tions of director of the Durham & Southern Railway and the 
Norfolk Southern Railroad was denied. 

D. S. Abernethy was authorized to hold the positions of 
director of the Danville & Western Railway, High Point, Randle- 
man, Asheboro & Southern Railroad, North Carolina Midland 
Railroad, Richmond & Mecklenburg Railroad, Southern Railway 
—Carolina division, and Tallulah Falls Railway in addition to 
positions previously authorized. 

Charles Steele was authorized to hold the positions of di- 
rector and member of executive committee of the Chicago 
Great Western Railroad in addition to positions previously 
authorized. 


CHANGES IN DOCKET 

Hearing in I. and S. 1482, berries and fruit from Arkansas, 
Louisiana and Texas to Grand Island and Hastings, Neb., as 
signed for March 27 at Omaha, Neb., was canceled. : 

Hearing in 13385, International Agricultural Corp. vs. Di 
rector-General, assigned for March 31, at Atlanta, was canceled. 

Hearing in 13310, the Davison Chemical Co. vs. Director- 
General, P. & R. et al., assigned for April 1, at Washington, 
D. C., was canceled. 





LOAN TO BOSTON & MAINE 


The Commission has approved a loan of $5,000,000 to the 
Boston & Maine for 13 years to pay off a government loan 0 
equal amount authorized by the Commission May 21, 1920, and 
due June 1. The loan was made originally to aid the carrier 
to meet maturing indebtedness. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 








ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Ch 
IRVING H. HELLER, Manager GEO. C. MCLAUGHLIN. Maceo re oe 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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RAILROAD ACCIDENTS 


The Trafic World Washington Bureau 


“Statistics compiled by the Interstate Commerce Commis- 
sion from monthly reports of railway accidents for the fourth 
quarter of 1921 indicate that there was a reduction of 10.7 per 
cent in the number of fatalities and 27.8 per cent in the number 
of persons injured as a result of train and train-service acci- 
dents as compared with the same period of the previous year,” 
the Bureau of Statistics of the Commission said in a summary 
of accidents for the last quarter of 1921 and 1920. “A decrease 
of 15.4 per cent in the number of fatalities and of 20.5 per cent 
in the number of persons injured as a result of non-train acci- 
dents is also reported.” 

The total number of trespassers and non-trespassers killed 
in the last quarter of 1921 was 1,470 as against 1,647 in 1920; 
the injured, 11,672 as against 16,175 in 1920. 

In 1921 the total number of trespassers and non-trespassers 
killed was 5,587 as against 6,495 in 1920, a decrease of 14 per 
cent, and the total number of injured was 43,324 as against 
63,786 in 1920, a decrease of 32.1 per cent. 


OPERATING STATISTICS 


In a summary of ratios of operation 1917-1922, the Bureau 
of Railway Economics shows that the car-miles per day aver- 
aged 22.4 in 1921, 24.9 in 1920, 23.1 in 1919, 24.9 in 1918, and 
26.1 in 1917. 

Tons per car (revenue and non-revenue) averaged 27.6 in 
1921, 29.3 in 1920, 27.8 in 1919, 29.1 in 1918 and 27 in 1917. 

The percentage of unserviceable freight cars (bad order 
cars) averaged 13.2 in 1921, 7 in 1920, 7.1 in 1919, 5.7 in 1918 
and 5.6 in 1917. 

The per cent loaded to total car-miles was 63 in 1921, 67.9 
in 1920, 68.7 in 1919, 67.7 in 1918 and 70.2 in 1917. 

The per cent of unserviceable locomotives (freight and 
passenger) was 23.7 in 1921, 24.5 in 1920 and 26.9 in 1919 (other 
years not given). 

In January, 1922, car-miles per day averaged 20.4; tons per 
car, 27.5; percentage of unserviceable freight cars, 13.6; per 
cent loaded to total car-miles, 63.9, and percentage of unservice- 
able locomotives, 23.4. 

In the period under consideration the month of May, 1917, 
holds the record for car-miles per day, the average for that 
month having been 29. In October, 1920, an average of 28.5 
car-miles per day was achieved. 

The record for tons per car in the period under considera- 
tion was achieved in December, 1920, when the average was 31.2. 

In a summary of freight and passenger operating statistics 
for the month of January issued by the Commission it is shown 
that the net ton-miles in that month totaled 27,099,000,000, as 
against 29,784,000,000 in January, 1921. 

The per cent unserviceable of total locomotives is given as 
24, as against 25.2 in January, 1921; and the per cent unservice- 
able of total cars on line, 13.6, as against 8.8 in January, 1921. 

The net tons per loaded car averaged 27.6, as against 30.1 
in January, 1921. 

Net tons of coal consumed in road service amounted to 
6,142,460, as against 7,156,669 in January, 1921. In the pas- 
senger service 2,766,667 net tons of coal were consumed, as 
against 2,952,868 in January, 1921. 


CAR SURPLUS AND SHORTAGE 


The average daily number of surplus freight cars in good 
order in the period March 8-15, inclusive, was 216,661 as against 
223,846 in the period March 1-8, according to the weekly report 
of the car service division of the American Railway Association. 
The average daily shortage was 265 cars. 

The surplus was made up as follows: Box, 82,191; venti- 
lated box, 4,728; auto and furniture, 2,437; total box, 89,356: 
flat, 11,570; gondola, 63,960; hopper, 15,8438; total all coal, 79,803; 
coke, 2,561; S. D. stock, 18,389; D. D. stock, 1,350; refrigerator, 
6,385; tank, 549; miscellaneous, 6,698. 

The shortage was made up of 1387 box, 34 flat, 15 gondola, 
52 hopper, 5 S. D. stock, 20 refrigerator and 2 miscellaneous 
cars. 





FREIGHT COMMODITY STATISTICS 


The grand total of carload and L. C. L. traffic carried for 
the quarter ended December 31, 1921, amounted to 449,372,779 
tons, while the tonnage originated was 246,488,989 tons, accord- 
ing to a summary of freight commodity statistics of Class 1 
roads issued by the Commission. The grand total of carload 
traffic carried for the quarter was 13,439,736 cars of 432,310,734 
tons, and the total of carload traffic originated was 7,100,536 
cars of 236,054,288 tons. L. C. L. traffic carried totaled 17,062,045 
tons and the total of that class of traffic originated was 10,434,- 
701 tons. 

By classes of commodities the report showed the following 
as to the number of cars and tonnage of total revenue freight 
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carried in the last quarter of 1921: Products of agriculture, 
2,772,696 carloads of 65,329,281 tons; animals and products, 931,- 
776 carloads of 11,415,526 tons; products of mines, 4,804,653 car- 
loads of 230,489,472 tons; products of forests, 1,491,760 carloads 
of 38,956,504 tons; manufactures and miscellaneous, 3,438,851 
carloads of 86,119,951 tons. 


OCILLA SOUTHERN LOAN DENIED 


An application of J. A. J. Henderson and M. W. Garbutt, 
receivers of the Ocilla Southern Railroad Company, for a loan 
of $75,000 for equipment and additions and betterments, has 
been denied by the Commission because the carrier’s prospective 
earning power and character of security offered did not warrant 
approval. 








R. I. S. LOAN APPLICATION DENIED 
The Commission has denied an application of Thomas H. 
Beacom and William T. Abbott, receivers of the Rock Island 
Southern Railway Company, for a loan of $150,000 for equip- 
ment and additions and betterments, because of the prospective 


earning power of the company and the character of security 
offered. 





SHORT LINE MEETING 


Bird M. Robinson, president of the American Short Line 
Railroad Association, has issued the call for the annual meeting 
of the association, which will be held in Washington at the 
Raleigh Hotel, April 25 and 26. 


SALINA NORTHERN LOAN DENIED 


The Commission has denied an application of the receivers 
of the Salina Northern Railroad Company for a loan of $308,630 
for maturing indebtedness and additions and betterments and 
equipment on the ground that the prospective earning power of 
the road and the character of security offered did not justify 
approval. 





PECOS VALLEY LOAN DENIED 


An application of the Pecos Valley Southern Railway Com- 
pany for a loan of $150,000 for additions and betterments has 
been denied by the Commission, which held that the prospective 
earning power of the company and the character of security 
offered did not justify approval of the application. 


MO. PAC. BONDS 

The Missouri Pacific has applied to the Commission for au- 
thority to issue $18,096,500 of first and refunding mortgage 6 per 
cent gold bonds for the discharge or lawful refunding of $13, 
641,000 of 5 per cent first and refunding mortgage bonds which 
mature January 1, 1923, and to reimburse the company for 
moneys expended from current funds for the acquisition of prop- 
erty and the construction, extension and additions and better- 
ments during the period from June 1, 1917, to December 31, 1920. 
It is proposed to sell $18,000,000 of the bonds at not less than 
94% per cent of face amount and accrued interest, and to hold 
the remainder subject to future application. Kuhn, Loeb & Co. 
of New York, the company said, has contracted to handle the 
bonds. 


G. M. & N. CAR SERVICE FIGURES 


The G. M. & N. car service has established another record 
for the road. In February the average of miles per car per day 
was 28.8, as against 26.9 for January. This showing for Feb- 
ruary is the best average that has ever been made on the road, 
and February was a short month. The standard set by the 
American Railway Association as 100 per cent is 30 miles. 





ERIE RAILROAD NOTES 


The Erie Railroad has been authorized by the Commission, 
in a report supplemental to one issued last week approving the 
company’s program for meeting the maturity of $15,000,000 of 
notes, to issue not exceeding $10,000,000 of promissory notes, to 
be dated April 1, 1922, to bear 6 per cent interest and to be 
payable on demand on and after April 1, 1923, and not exceeding 
$2,500,000 of demand notes to be dated April 1, 1922, and to bear 
6 per cent interest. All the notes will be delivered to the War 
Finance Corporation on the surrender and cancellation of 4 
like face amount of the company’s 3-year 6 per cent gold notes, 
now held by the War Finance Corporation and maturing 00 
April 1. The notes are held by the Corporation as security for 
advances and are a part of the $15,000,000 of notes due April 1. 


WYOMING RY. LOAN DENIED 


The Commission has denied the application of the Wyoming 
Railway Company for a loan of $100,000, for 10 years, as security 
for which it offered $125,000 of first mortgage bonds. The loan 
was denied on the ground that the prospective earning powel 
was not such as to afford reasonable assurance of its ability to 
repay the loan, and reasonable protection to the United States. 
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SOUTHERN TRAFFIC LEAGUE 


The annual meeting of the Southern Traffic League will be 
held in. Atlanta, Ga., April 3 and 4. The call sent out by M. M. 
Caskie, executive secretary, says: 


The date of annual meeting has been advanced one month in 
oider to combine the same with a special meeting which would have 
otherwise been necessary for League members to consider what part 
the League will take in the general investigation which the Commis- 
sion has instituted into all class rates into, out of and between points 
in the South, Docket 13494. he Commission is about to announce 
places and dates of hearing in this general class rate investigation 
and it is imperative that the Southern Traffic League promptly deter- 
mine whether or not as an organization it should participate in this 
proceeding. It is the most important investigation of Southern rates 
ever made by the Interstate Commerce Commission and all cities, 
large and small, depressed rate points, interior points, small indus- 
tries and large industries should immediately interest themselves 
in such an important matter. Doubtless commodity mileage scales 
will follow the fixing of mileage class rate scales. So that, it is 
hoped that when this subject is finally concluded, the cause for much 
of the dissatisfaction, complaint and litigation in the Southern dis- 
trict will be removed. 

In addition to considering the participation of the League in the 
general class rate investigation, there will be many other pressing 
and important matters for the League to act upon. Reports will be 
made by all standing and special committees, the president, the chair- 
man of the board of. governors and the executive secretary. The 
election of officers for the ensuing year and the method and manner in 
which the League will be financed are of the utmost importance and 
all members are urged to be present and to bring with them, if pos- 
sible, the executive heads of their particular organization. No prom- 
inent men have been asked to address the meeting. It is to be strictly 
a business session, as we are face to face with the most serious 
tranportation problems we have ever before been confronted with. We 
desire to devote all of our time to thrashing out the questions which 
will be presented and we have requested the Atlanta people not to 
provide any form of entertainment. 


M. ST. P. & S. STE. MARIE BONDS 


The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany has applied to the Commission for authority to sell $2,500,- 
000 of 6 per cent first refunding mortgage bonds to aid the 
company in meeting indebtedness of $4,823,936 for taxes, matur- 
ing indebtedness and interest. The company has arranged to 
sell the bonds to Dillon, Read & Co. at a price to yield 10114 per 


cent of face value. The bonds are now in the company’s treas- 
ury. 


TEXAS RAILROAD EXTENSION 


The Wichita Falls & Oklahoma Railway Company has filed 
an application with the Commission seeking authority to ex- 
tend its line of railroad from Byers, Tex., to the state line 
between Texas and Oklahoma, a distance of 5.8 miles. The 
proposed extension would reach a developed farming region, the 
company says. The company also applied to make an extension, 
and retain the excess earnings thereon, from the point on the 
state line between Texas and Oklahoma to Waurika, Okla., a 
distance of 7.5 miles. 


MIDLAND RAILWAY LOAN DENIED 


An application of the Midland Railway for a loan of $200,000 
to meet maturing indebtedness and to provide for additions and 
betterments and equipment has been denied by the Commission 
on the ground that the prospective earning power of the com- 


pany and the character of the security offered did not justify 
approval. 


N. Y. N. H. & H. EQUIPMENT NOTES 
Authority has been granted the New York, New Haven & 


Hartford by the Commission to sell $1,796,000 of equipment 
trust notes, the proceeds to be used toward payment of promis- 
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sory notes. The order provided that the notes shall be sold 
at not less than par and accrued interest, so that the total cost 
to the company will not exceed 7% per cent. The Commission 
in a separate order authorized the same company to issue not 
exceeding $2,758,000 of 6 per cent first and refunding mortgage 
bonds for pledging as security with the Secretary of the Treas. 
ury for a loan of $2,758,000 heretofore approved by the Commis. 
sion. 


CERTIFICATE OF ABANDONMENT 


A certificate authorizing abandonment of “interstate and 
foreign commerce” on a branch line of the Manistique & Lake 
Superior Railroad in Schoolcraft County, Mich., has been issued 
by the Commission. The line in question was built primarily 
as ‘a logging road, extending from Scott to Doyles Wye, a dis. 
tance of approximately 7.5 miles. The Commission said that 
following the decision of the Supreme Court in Texas vs. Hast- 
ern’ Texas R. R. Co. et al., March 13, 1922, “our finding and 
order in this proceeding will deal only -with interstate and for. 
eign commerce on the line here involved.” 


Digest of New Complaints 


No. 13581. The Colony Coal Co., Denver, Colo., vs. Director General, 
as agent. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on coal from Dines, Wyo., to Port- 
land, Ore. Asks reparation. 

No. 13581, Sub. No. 1. The Colony Coal Co., Denver, Colo., vs. Di- 
rector General, as agent. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on coal from Dines, Wyo., to Seattle, 
Wash. Asks reparation. 

No. 13581, Sub. No. 2. Same vs. Same. 

Same complaint and prayer with regard to shipments of coa 

from Dines, Wyo., to South Omaha, Neb., and Lincoln Center, Neb. 
No. 13581, Sub. No. 3. Same vs. Same. 

Same complaint and prayer with regard to shipments of coa 

from Dines, Wyo., to points in Oregon, Washington and Idaho. 
No, 13581, Sub. No. 4. Same vs. Same. 

Same complaint and prayer with regard to shipments of coa 
from Dines, Wyo., to points in California, Oregon, Idaho and 
Washington. 

No. 13581, Sub. No. 5. 

Same complaint 
from Dines, Wyo., 

No. 13581, Sub. No. 6. 

Same complaint 

from Dines, Wyo, 
No. 13581, Sub. No. 7. 

Same complaint 
from Dines, Wyo., 
Kansas and Iowa. 

No, 13581, Sub. No. 8. 

Same complaint 

from Dines, Wyo., 
No. 13581, Sub. No. 9. Same vs. Same. 

Same complaint and prayer with regard to shipments of coa 
from Dines, Wyo., to Oral, S. D. 

No. 13582. General Chemical Co., New York City, vs. Director Gen- 
eral, as agent, 

Unjust and unreasonable rate on iron pyrites ore from Bayonne, 
N. J., to Carteret, N. J. Asks reparation. 

No. 13583. Burroughs Adding Machine Co. et al., Detroit, Mich., vs. 
Michigan Central et al. , 

Unjust and unreasonable ratings on adding or computing 
machines. Asks a L. C. L, rating not in excess of first class and 
Cc. L. rating not in excess of third class, with minimum of 30,000 
Ibs., in all classification territories, and reparation. 

No. 13584. The United States Potters Assn., Pittsburgh, Pa., vs. Penn- 
sylvania et al. oat 

Excessive, unjust, unreasonable, preferential and _ prejudicial 
rates on clay, feldspar and flint sand between various interstate 
destinations. Asks cease and desist order and elimination of in- 
creases made effective under Ex Parte 74. 


Same vs. Same. 

and prayer with regard to shipments of coa 
to Lusk, Wyo. 

Same vs. Same. 

and prayer with regard to shipments of coa 

to points in Wyoming, Colorado and Nebraska. 
Same vs. Same. 

and prayer with regard to shipments of coa 
to points in Wyoming, Colorado, Nebraska, 


Same vs. Same. ; 
and prayer with regard to shipments of coa 
to Huntsman, Neb. 





: Docket of the Commission 


\ 
Bo- 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 3—Minneapolis, Minn.—Examiner Gerry: 
13206—Minneapolis Gas Light Co. et al. vs. Director General. 


April 3—Brownsville, Tex.—Examiner Mackley: 
12782—Rio Grande Valley Chamber of Commerce et al. vs. St. Louis, 
Brownsville & Mexico Ry. et al. Such fourth section departures as 
may exist. 
April 3—Louisville, Ky.—Examiner Cassidy: 
12713—The Singer Mfg. Co. vs. Ill. Cent. R. R. et al. 
12714—The Singer Mfg. Co. vs. Can. Pac. Ry. et al. 
12715—The Singer Mfg. Co. vs. Director General, C. & E. I. R. R. 


et al. 
12731—The Singer Mfg. Co. vs. C. C. C. & St. L. et al. 
12887—National Veneer and Panel Mfrs. Assn. et al. vs. Aberdeen & 
Rockfish et al. 
April 3—St. Louis, Mo.—Examiner Shanafelt: 
1. and S. 1496—Burlap and gunny bags from St. Louis and other 
points to C. F. A. destinations. 
April 3—New York, N. Y.—Examiner H. J. Wagner: 
13402—American Dyewood Co. vs. A. C. L. R. R. et al. 


April 3—San Francisco, Calif.—Examiner Hillyer: 
Fourth section applications 12047, 12097, 12098, 12107. Zz 
Portions of fourth section applications 1092, 1243, 1244, 1262, 1347 and 
others filed by Sou. Pac. Co., A. T. & S. F. Ry. and F. W. Gomph. 
Fourth Section App. 12179 of F. W. Gomph. 
April 3—Chicago, Ill.-Examiner Money: 
5626—Grand Rapids Plaster Co. vs. L. S. & M. S. et al. 
Fourth Section App. 10596 of E. B. Boyd. 
Fourth Section App. 12025. F 
Other applications of defendant carriers protecting fourth sectiol 
departures in rates on plaster, stucco and articles taking same 
rates from, to and between points involved in Docket 5626. (in 


connection with Docket 5626 and fourth section applications 105% 
and 12025.) 


April 3—Burlington, Ia.—Examiner W. H. Wagner: 
13309—Burlington Shippers’ Assn. vs. A. T. & S. F. et al. 
April 4—York, Pa.—Examiner Jewell: 
12900—Red Lion Board of Trade vs. Md. & Pa. R. R. et al. 
April 5—Argument at Washington, D. C.: — 
* Finance Docket 1165—Application of N. Y. C. R. R. for authority © 
acquire control of the Chicago River & Indiana R. R. and Chicaé' 
Junction Ry. 
April 5—Atlanta, Ga.—Assistant Chief Examiner Butler: 
12628—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 





No. 13 


» sold 
1 cost 
ission 
le not 
rtgage 
Treas- 
m mis- 


e and 
- Lake 
issued 
marily 
a dis- 
d that 
. Hast: 
iz and 
nd for- 





General, 


prefer- 
-0 Port- 


vs. Di- 
ily pref- 
Seattle, 
of coal 
er, Neb. 


; of coa 
jaho. 


; of coa 
aho and 


3s of coa 
s of coa 
Nebraska. 
s of coa 


Nebraska, 


s of coa 





s of coa 
ctor Gen- 
Bayonne, 
Mich., Vs. 
computing 
class and 
a of 30,000 
vs. Penn- 
prejudicial 


interstate 
‘ion of in- 


2, 1347 and 
". Gomph. 


irth section 
aking same 
t 5626. (in 
ations 105% 


al. 


al. 


authority 
and Chicaé? 


P. 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 
1—Released Rate Orders 
2—Fourth Section Orders 
3—Sixth Section Orders 
4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 
6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected- by the I. C. C. 
8—Express Tariffs Filed with the I. C.C. 
9—Shipping Board Tariffs 
10—Adoption Notices 
11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—Illinois Freight Association Docket 
14—National Perishable Freight Committee Docket 
15—New England Freight Association Docket 
16—New England Freight Association Hearings 
17—Southern Rate Committee Docket 
18—Southern Rate Committee Dispositions 
19—Southwestern Freight Bureau Docket 
20—Southwestern Freight Bureau Hearings 
21—Texas Tariff Bureau Docket 
22—Texas Tariff Bureau Hearings 
23—Trunk Line Association Docket 
24—Trunk Line Association Hearings 
25—Trunk Line Coal and Coke Docket 
26—Trunk Line Coal and Coke Hearings 
27—Western Trunk Line Docket 
28—Western Trunk Line Hearings 
29—Western Trunk Line Dispositions 
30—Transcontinental Freight Bureau Docket 
31—Transcontinental Freight Bureau Dispositions 
32—Southern Ports Foreign Freight Docket 
33—Consolidated Classification Docket 
34—Embargo Notices, Medifications and Cancellations 
35—Steamship Sailings 
36—Express Classification Docket 
37—Address of Roads Filing First Tariff with I. C. C. 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 


505 Colorado Building 


THE TRAFFIC WORLD 


aC 


1e. North China 


\ 4 Line 
iN Columbia Pacific Shipping Company 


Regular Direct Freight Service Without Transhipment 


PORTLAND, OREGON 
TO 


Yokohama, Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao, Dairen 


SS LAS VEGAS ..... Aprill17 SS PAWLET ...... May 29 
SS EASTERN SAILOR .. May8 SS WEST KADER... . June 19 


Shanghai, Manila and Hongkong 
SS WEST KEATS... 
SS VINITA........M 
SS WEST CAYOTE .. . June 17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 


UNITED AMERICAN LINES, INC., 39 Broadwa 


New York City 


UNITED AMERICAN LINES, INC., 327 South La Salle Street, 


cago, 


R. T. JOHNS & COMPANY, INC., Central Building, 


Seattle, Washington 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


Decision in Rate Case 


Announcement of the Commission 
will likely follow within thirty days of 
close of the General Rate Inquiry. 

‘It will remove uncertainty as to the 
future rate situation and enable buyers 
and sellers to compute buying and sell- 
ing costs. 

Disordered relationships, undue and 
unfair disadvantages to some, with 
corresponding advantages to others, 
may result. 

In whatever contingency that may 
arise we are well equipped to assist in 
the correction of any maladjustment. 
We prepare rate and statistical analyses, 
surveys, comparisons, digests of de- 
cisions, etc. 


The Traffic Service Corporation 





Special Service Department 
WASHINGTON, D. C. 











736 


12675—Charleston Traffic Bureau et al. vs. A. G. S. R. R. et al. 
1. and S. 1385—Class and commodity rates from Savannah, Bruns- 
wick and Port Wentworth, Ga., to Georgia destinations. 
April 5—Philadelphia, Pa.—Examiner H. J. Wagner: 
13377—David Lupton’s Sons Co. vs. Pa. R. R. 
April 6—Harrisburg, Pa.—Examiner Jewell: 
a Central Iron and Steel Co. vs. Campbell’s Creek R. R. 
et al. 
April 6—Chicago, Ill.—Examiner Money: 
br = Jy Certain-teed Products Corporation et al. vs. A. T. & S. 
y. et al. 
1. and S. 1468 (and first supplemental order)—Building and roofing 
paper between Western T'runk Line points. 
April 6—Spartanburg, S. C.—Examiner Eddy: 
1. and S. 1492—Coal from Virginia mines to points in South Carolina. 
April 6—Argument at Washington, D. C.: 
1. and S. 1434—Proportional grain rates from Minnesota and Wiscon- 
sin to eastern destinations. 
April 6—Indianapolis, Ind.—Examiner W. H. Wagner: 
13238—Citizens Gas Co. vs. C. C. C. & St. L. et al. 
13159 (and Sub. Nos. 1, 2 and 3)—Terre Haute Paper Co. vs. Director 
General. 
April 7—Wichita, Kan.—Examiner Oliver: 
13366—A. L. Derby vs. K. C. S. et al. 
Portions of Fourth Section Apps. 621 and 629 of F. A. Leland. 
April 7—Louisville, Ky.—Examiner Fleming: 
13504—Standard Oil Co. (Ky.) vs. Midland Valley et al. 


April 7—Philadelphia, Pa.—Examiner H. J. Wagner: 
13383—National Retail Coal Merchants’ Assn. vs. B. & O. et al. 
6606—Southern Pacific Co.’s ownership of Atlantic S. S. Lines. 
April 7—Argument at Washington, D. C.: 
12159—Consolidated Press Association vs. Western Union Telegraph 


Co. 
11063—Holly Ridge Lumber Co. vs. Director General and Mo. Pac. 
April 8—Atlanta, Ga.—Examiner Butler: 
13412—Surcharge for transportation of passengers in sleeping and 
partlor cars between points in the state of Georgia. 
April 8—Williamsport, Pa.—Examiner Jewell: 
13490—The Lycoming Motors Corp vs. East Jordan & Southern et al. 
13490 (Sub. No. 1)—Lycoming Motors Corp. vs. East Jordan & 
Southern et al. 
April 8—Argument at Washington, D. C.: 
12773—Union Sulphur Co. vs. Ahnapee & Western Ry. et al. 
April 10—Chicago, Ill.—Examiner Gault: 
* I. and S. 1510—Actual weights on crude and fuel oil. 
April 10—Chicago, Ill.—Examiner Barclay: 
* 12929—Interstate rates on grain, grain products and hay, in carloads, 
between points in the western and mountain-Pacific groups. 
* 11703—In the matter of intrastate rates within the state of Illinois. 
(Petition of carriers respecting boundary line of Illinois territory 
as defined in Increased Rates, 1920, 58 I. C. C., 220. 
APril 10—Buffalo, N. Y.—Examiner Jewell: 
10287—Globe Elevator Co. vs. Director General, D. L. & W. et al. 
April 10—Tulsa, Okla.—Examiner Oliver: 
bre xeneral Iron Works vs. Director General 
et al. 
April 10—New Orleans, La.—Examiner Pitt: 
Fourth Section Apps. 461 of A. & V. Ry.; 601 of V. S. & P. Ry. and 
N. ON. E.R. R.: 762, 768, 766, 767, 758, 764, 765, 766, Tet. 1940 
and 1941 of La. Ry. & "Nav. Co.: 1952 of L. & N. o Rei a of 
Zom EE. V. RR. Bs 48 of fT. C.R. 4297 of N. O. SS 
11467 of F. A. Leland; 11838 of K. re 8. Ry.; 12183 ber uN Se. RS 
R. R. & S. S. Co., and 12146 of G. C. 
April 10—Charleston, S. C.—<Assistant snes Examiner Butler: 
12628—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 


.cC C&S. i 


THE TRAFFIC WORLD 


Vol. XXIX, No. 13 


12675—Charleston Traffic Bureau et al. vs. A. G. S. R. R. et al. 
1. and S. 1385—Class and commodity rates from Savannah, Bruns- 
wick and Port Wentworth, Ga., to Georgia destinations. 


April 10—Amarillo, Tex.—Examiner os: 
13450—C. R. Garner & Co. vs. C. & Q.e 
13427—J. A. McIntosh vs. Director Nag ‘oo IR. I. & P. et al. 


April. 10—Salt Lake City, Utah—Examiner Hillyer: 
13337—Nephi Plaster and Mfg. Co. vs. D. & R. G. W. R. R. et al. 


April 10—Owensboro, Ky.—Examiner Fleming: 
11497—Owensboro Chamber of Commerce et al. vs. L. H. & St. L, 
et al. 
Portions of Fourth Section Application No. 1065. 


April 10—Cincinnati, O.—Examiner Eshelman: 
13438—The Procter & Gamble Co. vs. Director General, A. & W. P. 
et al. 
April 10—Omaha, Neb.—Examiner Seal: 
13348—Lee Coit Andreesen Hardward Co. vs. Director General. 
April 10—New York, N. Y.—Examiner Howell: 
13207—A. Klipstein & Co. vs. Director General, Sou. Pac. et al. 
April 11—Topeka, Kan.—Public Utilities Commission of Kansas: 
Finance Docket 1537—In the matter of the ——— of Kansas, 
Oklahoma & Gulf Ry. Co. and Missouri, Oklahoma & Gulf R. R. 
Co., under paragraphs (18) to (21), Section 1 of the interstate 
commerce act for a certificate of public convenience and necessity 
for the extension of a line of railroad and application under para- 
graph (18), Section 15a, for permission to retain excess earnings, 


April 11—Oklahoma City, Okla.—Examiner Oliver: 

— Commission of Oklahoma vs. 
et a. 

April 11—Salt Lake City, Utah—Examiner Hillyer: 
13304—The Utah Lime and Stone Co. vs. A. T. & S. F. et al. 
13305—The Utah Lime and Stone Co. vs. A. T. & S. F. et al. 

April 11—New York, N. Y.—Examiner Howell: 
13240—Maine Power Sales Co. vs. Director General, Maine Central. 

April 11—Omaha, Neb.—Examiner Seal: 
13319—Sunderland Bros. Co. vs. Director General, C. B. & Q. 
13322—Sunderland Bros. Co. vs. Director General, Cc: B. & @. et al 

April 12—Evansville, Ind.—Examiner apa 
13436—Sunlight Milling Co. vs. L. & N 

April 12—Argument at Washington, D. C.: 
12274—American Fruit and Vegetable Shippers’ Assn. et al. vs. Ban- 

gor & Aroostook et al. 
12492—Maine Spinning Co. et al. vs. Director General, Maine Central 


Arkansas R. R. 


et al. 
12076—Armour & Co. vs. Nor. Pac., Director General et al. 
April 12—New York, N. Y.—Examiner Howell: 
13423—The American Agricultural Chemical Co. et al. 
General. 
13433—Lester & Tonner, Inc., vs. Long Island R. R. et al. 
April 12—Indianapolis, Ind.—Examiner Eshelman: 
13405—The Lafayette Box Board and Paper Co. vs. Director General. 
13356—Coppes Bros. & Zook vs. Director General and B. O. 
April 12—Washington, D. C.: 
13413—In the matter of automatic train control devi ices. 
— 13—St. Louis, Mo.—Examiner Koch: 

. and S, 4499—Lime and lime rock from Mosher and St. Genevieve, 
Mo., to points in Wisconsin and other states, and such fourth sec- 
tion departures as may exist. 

April 13—New York, N. Y.—Examiner Howell: 

13442—Le Prestre Miller Stock Farms, Inc., vs. Director General. 

be a mee Shipbuilding Corp. vs. Director General and C. R. R. 
re) RE 

April 13—Sioux City, Ia.—Examiner Seal: 
13461—Sioux City Live Stock Exchange vs. C. St. P. M. & O. et al. 


vs. Director 


INTERSTATE COMMERCE COMMISSION HEARINGS 


Requests for official transcripts of testimony taken in proceedings of the Commission throughout the 
country (except Washington) should be addressed to THE STATE LAW REPORTING COMPANY, Official 


Reporters I. C.C., Woolworth Building, New York, or placed with the Official Reporters in attendance 


at the hearings. 
Commission. 


The cost of transcripts is placed at the nominal rate of 1214 cents a page, fixed by the 


TRANSCRIPTS OF I. C. C. CASES HEARD SINCE DECEMBER 1, 1920, CAN BE FURNISHED. 


DIRECTORY OF ATTORNEY 





PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 
Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member Nationai 
Industrial Traffic League. 


Woodward Building 


LESSER & LESSER 
Attorneys and Counsellors at Law Attorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


Washington, D.C.| 105 South La Salle Street 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-706 WOODWARD BLDG., WASHINGTON, D.C. 


(For a number of years attorney and ex- 
aminer, Interstate Commerce Commission.) 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding 
St. Louls, Mo. 


Special attention to matters before Interstate 
Commerce and State Commissions and railroad 
CHICAGO | and rate litigation and claims. 
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Three 


Exclusive Features of 


Mid-West Boxes 


] Triple tape corners—a patented 
reinforcement that prevents 
tapes splitting and peeling. 





Offset score—makes end flaps 
close with a tight, strong, per- 
fect contact. 












3 Waterproof corrugated con- 
tainers. Ideal for export, for 
conditions or contents that de- 
mand complete protection from 
heat, cold and water. 





A corps of experienced pack- 
age designers are maintained 
to help our customers solve 
their packing problems. Our 
‘‘Perfect Package’’ Data Sheet 
has saved other concerns 
thousands of dollars—free on 
request. 


MID-WEsST Box COMPANY 

















Corrugated Solid Fibre 
Fibre Board Containers 
Products 
Factories ST General 
Anderson, Indiana e Offices 
Kokomo, Indiana Lf — 
Clevelend, Ohio Conway Building 
ken ‘ Chicago 





We operate our own Boxboard and Strawboard Mills 
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What Determines 
The Gateway? 


()N shipments for the West and 
Southwest do you select, with 

a knowledge of conditions and a 
waar youwanr careful comparison of advantages, 
WHEN YouwaNTIT the gateway through which your 
“*L,. C. L.’’ business must pass? 


Eighty-seven percent of the through “L. C. L.” freight 
routed via ST. LOUIS departs the same day it arrives. 


Because in ST. LOUIS is operated tne most modern, 


up-to-date, efficient, high-speed system of facilities for 

2 the interchange of ‘‘L. C. L.”’ freight to be found in 

y any city of the world—a tractor and trailer service 
* 


enabling a fifteen-minute schedule of ten-ton loads 
between depots—a service that has aroused interest 
everywhere. 





ST. LOUIS loads and sends out 1,000 package cars daily 
Compare these facilities with those of other gateways 


to the west and remember that loss of time may mean 
loss of business! 


In no other large city of the country 1s the problem of freight 
transfer for less-than-carload shipments met as it 1s met in 
ST. LOUIS (gateway to the West and Southwest) by the 


Columbia Terminals Company 


Acting as Agent for All Railroads Entering 


ST. LOUIS 
We serve Write for 
90 percent booklet 
of the business describing 
houses of our transfer 
our city service 





More Than Two Millon Dollars Invested in Facilities 
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‘Tariff Files 


(PATENTED) 


The Best File for Filing and Referring to Tariffs Instantly 











NO INDEXING REQUIRED 





Efficient 











Convenient Simple 






SOME SATISFIED AUTOMOBILE MANUFACTURERS 
THAT ARE USERS: : 





Ti—Top Section 


Ford Motor Company, San Francisco, Cal. 
Nebraska Buick Auto Company, Lincoln, Neb. 
Lexington Motor Company, Connersville, Ind. 
General Motors Corporation, Muncie, Ind. 
Cadillac Motor Company, Detroit, Mich. 
Chevrolet Metor Company, Detroit, Mich. 

Ford Motor Company, Detroit, Mich. 
Scripps-Booth Corporation, Detroit, Mich. 
Packard Motor Car Company, Detroit, Mich. 
Maxwell Motor Company, Detroit, Mich. 

Liberty Motor Car Company, Detroit, Mich. 
Dodge Brothers, Detroit, Mich. 

Republic Motor Truck Co., Alma, Mich. 
Continental Motors Corporation, Muskegon, Mich. : “4 
Cc. H. Wills & Company, Marysville, Mich. ; ssa mee o 16 — $ in 
Fisher Body Ohio Company, Cleveland, O. 

Hupp Motor Car Company, Detroit, Mich. 

Durant Motors, Inc., Long Island City, N. Y. 
Chevrolet Motor Company, New York City. 
International Motor Company, New Brunswick, N. J. 
Southern Motors Mfg. Assn., Houston, Texas. 



















—T2—Tariff file 
Section with 
24 — 2 inch 
Drop Front 
Drawers, 






































—T3—Tariff file 
Section with 





—T4—T ariff file 
Section with 


on 

12— 4 inch 
Drop Front 
Drawers. 


—T6—Two-drawer 
Storage Seo- 
tion. 


—T7—S ani tary 
Base Seo- 
tion. 






A STACK OF WETZEL DROP FRONT TARIFF FILE SECTIONS 
(Measuring outside 45 inches wide, 5734 inches high and 13 inches deep) 


Start with any number of sections and build up as your requirements grow 


P. A. WETZEL COMPANY 


MANUFACTURERS 






Address all correspondence to 
General Office and Factory: 
Springfield, Illinois 





Salesroom: 


1351 Marquette Building, Chicago 
Telephone: Central 2845 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 





NEW YORK, PHILADELPHIA, BOSTON, SAN DIEGO, LOS ANGELES 
SAN FRANCISCO, PORTLAND, SEATTLE, TACOMA, VANCOUVER 


MOBILE, NEW ORLEANS, SAN DIEGO, LOS ANGELES, SAN FRANCISCO 
PORTLAND, SEATTLE, TACOMA, VANCOUVER 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Oliver Building 1024 Prudential Building Central Bldg. Merchants Exchange Pierce Building 
Chicago Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis 
Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L. C. Smith Bldg. 211 Eleventh St. | Empire Shipping Co., Agents 

Mobile, Ala. New Orleans, La. Portland Seattle Tacoma, Wash. Vancouver, B. C. 


STORAGE DISTRIBUTION 


Storage 
market Cold Storage and Wareho, 
guined GEORGE S. LOVEJOY Se Co 


Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 











CONSTITUTION WAREHOUSES 
Connection with all lines via Union Freight 


allroad. 
SUMMER STREET STORES COPE, Sererer SiRie Seat ALBANY TERMINAL STORES 


Direct connection i baa Ae be New Haven Direct connection with Boston & Albany 
or ail i 


rtf 
Capacity, "2, 000,000 aa feet. Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


——-— - Ra ap oR cone eal —- 


~ A Warehouse on every railroad “entering” “Boston 
Total General Storage Capacity 10,329,000 cubic feet 
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